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the Convention Program 


N A ODERNIZATION, which has been the principal 
1¥ I topic of discussion of the American Electric Rail- 
way Association throughout the present year, is given 
a prominent place in the program for the Atlantic 
Sity Convention, published in this week’s issue. Such 
subjects as “Finance” and “Co-ordination,” to which 
the first two sessions are devoted, are of great impor- 
tance to all railway executives. 
_ The outstanding feature of the American Associa- 
tion program, however, is the Friday morning session 
Jevoted to the topic of “Management.” At this session 
will be presented the result of the extended investiga- 
tions carried on by the committees on city operation 
znd interurban operation, which have done much to 
lisseminate information as to how modernization may 
be effected, and to instill in managements the need for 
and the good results of such modernization. 
Then, too, there will be a report from the special 
sommittee on foreign operation, which is returning this 
week from abroad after a six weeks’ study of practices 
which represent the best efforts of European operators. 
This report is looked forward to with great interest. 
ie members of the committee are thoroughly familiar 
with the problem and undoubtedly will be able to give 
railway men many new thoughts that are applicable to 
American conditions. 
The programs of the affiliated associations likewise 
show that the same care has been given to obtain 
features that will not only interest but will be of real 
oe to those who attend the sessions. 
The reports of the various committees, which take the 
najor part of the time, deal with live subjects and in 
hemselves indicate the progress being made in the 
stry. In addition, the individual papers cover a 
range of subjects that deal with the leading prob- 
of the day. mec eee gee 
Another innovation in the program is that Wednes- 
‘has been set aside entirely for the inspection of 
bits. It has long been felt that more time should 
allotted for this purpose. This year, with far more 
e taken by exhibitors than ever before, and exhibits 
~ new things not only by manufacturers who have ex- 
ed before but by those new to the delegates, the need 
his opportunity is even more apparent. How well 
ill work out depends largely on how conscientious 
delegates are in their inspection. They can well 
to devote the entire day to the purpose. 
ith so much of interest to all classes of railway 
arrangements should be made by member com- 
f@anies and others so that as many individuals as 
ossible can attend, and a wide range of departments 
n be represented. For while a verbal report from 
me else who was there will give the stay-at-home 


some general idea of the convention, it is only by actual 
attendance that the full measure of enthusiasm can be 
obtained and the greatest impetus be given to the mod- 
ernization program. 


Reciprocity with Europe 
on Street Railway Practice 


HE various reports on electric railway practice, 

presented at the international electric railway con- 
vention at Paris in June, and abstracted in recent 
issues of this paper, show that there is much that we 
can learn from Europe and, incidentally, considerable 
which Europe can learn from us. 

In the first place, it is obvious that in car design and 
equipment there is much more going on in America 
than in Europe. This may be due in part to the broader 
and straighter streets in this country and consequently 
the greater-latitude permitted in width and length of 
cars. But whatever the reason, Mr. Ricaud’s report 
on car design, published this week, is based almost 
entirely on examples of recent American practice. 
Again, in track construction, including special track- 
work, it is probable that our engineers have been able 
to do more in the way of standardization than has yet 
been possible abroad. 

But while America may claim general pre-eminence in 
equipment, there is no doubt that such reports as those 
of Mr. Bacqueyrisse on the psychotechnical ‘selection 
of car and bus operators and of Mr. Delavenne on the 
relation between transport and urban development repre- 
sent studies which at least in the direction in which they 
have gone have progressed farther than anything yet 
here. In this country, undoubtedly much has been ac- 
complished during the last decade in applying the prin- 
ciples of psychology to the selection of men for respon- 
sible positions, and the practice received great impetus 
during the war because of its use by the Army author- 
ities in the selection of officers. There seem to be, how- 
ever, two schools for thought in this direction; one, the 
use largely of written and oral tests, or the American 
system, and the other, the use of mechanism, or the Con- 
tinental system. It was with the thought that companies 
in this country can derive some help from the Con- 
tinental plan that so much space was given in the last 
issue of this paper to the report by Mr. Bacqueyrisse. 

In the same way the report by Mr. Delavenne on the 
connection between the development of transportation 
systems in cities and the densities of their populations 
offers food for reflection in showing how astonishingly 
little has been the power of faster transport to diffuse 
metropolitan population, yet how close is the relation 
between city planning and the scientific development of 
a city’s transportation system. Of course recognition of 
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this relationship has formed the basis of the later fran- 
chises granted in the largest cities of this country, like 
New York, Chicago and Boston, where new lines are 
laid out according to a definite plan by a commission 
acting for the city. But this comparatively modern de- 
velopment applies to only a few cities except so far as 
the responsibility for such systematic development has 
been assumed by public service commissions. The tie 
between town planning and railway development in the 
future is bound to be much closer than in the past, and 
it is particularly interesting to note Mr. Delavenne’s 
recommendation, as a municipal representative of the 
Paris plan of public ownership and private management, 
that this combination forms the best way of combining 
efficiency and true social progress. 

“There Are No Secrets 

About This Business” 


PROMINENT electric railway executive said re- 

cently that the time is past for discussing the 
need for utility publicity; that a railway executive who 
hadn’t yet been sold on that idea, is a drag on the 
industry and deserves to lose his job. Inasmuch as 
everyone should agree with him, the need for publicity 
is not a subject for discussion. 

But the way to make publicity copy effective is an- 
other matter. In the mind of the average man on the 
street, there is still present, in varying degree to be 
sure, the general impression that there is something 
mysterious about this railway business—that any com- 
pany which carries thousands and frequently millions 
of people on its cars, must be making enormous profits 
in some way. In spite of former country-wide receiver- 
ships, and in spite of increasing prices in other com- 
modities while street railway fares remained constant 
for several years, this idea still seems to cling in the 
minds of a great many people. 

In a business so closely regulated as the electric rail- 
way industry prosperity means the ability to earn oper- 
ating costs and a reasonable return on a limited invest- 
ment. Should a surplus above this amount appear, steps 
would be taken at once to reduce fares, impose new 
service standards, or otherwise limit the possible return 
to the owners. “Profits” as such are virtually unknown 
in electric railway operation. The only kind of advertis- 
ing copy which will overcome false impressions and 
present this true picture is the kind that publishes 
facts—facts about the business—operating and financial 
statistics and any other matters which -will give the 
average man an insight into what might be considered 
the secrets of the business. 

Now, to collect the facts is one thing, and is a big 
job. But to get the public to read them and to become 
interested in them is a still more difficult matter. The 
facts must be made interesting, they must appeal to 
the imagination.. The average man is primarily in- 
terested in the kind of service he is.getting, and cares 
little how the result is accomplished. Nor igs he in- 
terested in the problems with which the railway manage- 
ment contends. But the right kind of advertising will 
attract his attention. In Pittsburgh, for instance, the 
right kind of advertising awakened public interest to a 
point where it won the recent strike—and it was “facts 
advertising.” 

“There are no secrets about this business’ represents 
a thought that can be effectively applied in making 
utility “facts advertising” of interest to the public and 
of value to the railway. 
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Giving as Much Information 
as Possible on Route Signs 


N THE laudable efforts to merchandise transportation} 

being made by many companies, it is natural that) 
greater attention is being paid to the display of route} 
signs on cars. The feature in which the regular pas-} 
senger is particularly interested is that the route signi) 
can be identified at a distance. The less frequent! 
patron and the stranger- want the sign to give detailed} 
information about the route traversed. To supply this} 
twofold want many cars display conspicuous route} 
numbers or letters in addition to the usual lettered 
signs. Such route numbers fulfill well the requirements | 
of the regular rider, and they are useful to the stranger, 
because he can easily learn by inquiry the number of} 
the route to take to reach any particular destination, | 

Experience shows that the value of the route number | 
sign can be increased if a list is published giving ee 


common objectives. (i 

The fact that a number or letter is used for a rou 
sign does not exhaust the capabilities of this kind of | 
sign. A variation possible is to designate by the 
sign in some special way all routes which reach or| 
pass the destination of a great many passengers. Thus, ) 
in Denver, all routes passing City Park have route | 
numbers ending in a zero, like 20, 30, 50, while all routes | 
passing Union Station have route signs of white num- 
bers on a red background. Still another variation is) 
to indicate short route cars by a red band across the | 
route numeral, as in Philadelphia and Paris. i 

In horse-car days, when there were several railway | 
companies in every large city, each company painted its ° 
cars a distinctive color, so they could be recognized 
long distance away. Where there is only one company 
in a city, its cars are apt to be painted alike, and the 
route signs become the only distinguishing mark. It 
should not be written of the present generation that. 
when they sought of the railway company a sign, no 
sign was given them. A safe rule is that it is better 
to over-sign rather than under-sign a car. Although 
many railways exercise commendable care in this re- 
spect, a few continue to be negligent. It would be 
worth their while to give the subject of route signs 
more attention. 


Every Dead Body Deserves | 
a Decent Burial . 


LONGSIDE of the main line of one of the most 
heavily traveled railroads in this country lies the 
junk yard of an electric traction company. Old cars, 
no longer able to perform useful service, are allowed 
to stand there and rot away. The paint is gone from 
the outside of the car bodies, the glass is gone from 
the windows, the platforms sag and the window posts 
A more complete 
Yet this is the 
sight which is presented every day to thousands an 
thousands of travelers on this busy section of the steam 
railroad. It is largely by this picture that they certain 


picture of dejection could not exist. 


ber the electric railway in that city. To a certai 
extent it cannot fail to-affect the impression they ha 
of ‘electric railways in general. There is no necessity 
for flaunting a cheerless spectacle like this before the 
public. When an old car has done its duty it shou 
be retired from service, all useful material remove 

and the remaining shell entirely destroyed. 


Ir 
if 
| 
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Modern Inspection Facilities for the 
Interborough System 


Second Article 


The City of New York Is Building Six Storage Yards and Inspection 
Buildings to Provide for 2,266 Cars of the Interborough Rapid Tran- 


sit System—These Will Provide for the Full Capacity of Present 
Lines of the Subway Division—The Two Completed Are Described 


been completed and placed in service by the sub- 

way division of the Interborough Rapid Transit 
jyompany, New York City. These buildings, which 
mbody the latest practices for facilitating inspection 
f rapid transit cars, along with the adjoining storage 
ards, are part of a plan under which the city of New 
fork, under the direction of the Transit Commission, 
s adding to the inspection and storage facilities of 
he Interborough. Altogether there are six projects 
f this sort, including the two which have just been 
inished. Under the contract between the company and 
he city, the latter is responsible for supplying to the 
ompany all necessary facilities of this kind. 


[= modern inspection buildings have recently 


ment which is not considered a part of the actual 
building. The trackwork within the building, however, 
is classified along with that outside and it is installed 
by the city. 

The locations of the six inspection buildings and 
yards were shown on a map published on page 238 of 
the issue of this paper for Aug. 16, 1924, of the six 
inspection sheds. The two which are completed are 
those at 180th Street, the Bronx Park terminus of 
the Lexington Avenue line, and at Livonia Avenue 
in Brooklyn, at the end of the Eastern Parkway line. 
There is a storage yard accompanying each of these 
shops. The other four projects are at the end of the 
Jerome Avenue line, 239th Street at the end of the 
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The 180th Street Building Has Fight Tracks Each Accommodating a Ten-Car Train 


The capacity of the new inspection facilities is in- 
ended to be adequate not only for the present rolling 
stock, but also for such increases as are anticipated 
within the early future. The locations of these inspec- 
ion buildings are at the ends of the lines and adjoin 
he storage yards so as to reduce dead car mileage to 
1 minimum. In all the work of design the engineers 
yf the railway company naturally worked closely with 
hose of the commission, so that the finished shops 
‘epresent the ideas of both. 

The work contracted for under the Transit Com- 
nission includes only the shell of the building, with 
Whatever conduits, steam piping and plumbing are 
lecessary as permanent features of the construction. 
The operating company supplies the conduits and wires 
‘or lighting and power, lighting fixtures, cranes, test- 
ng apparatus, storeroom bins and other similar equip- 


White Plains Road line, Westchester at the end of 
the Pelham line, and Corona at the end of the Flushing 
extension of the Corona line in Queens. The total stor- 
age capacity for all six of these yards and buildings, 
including the space over the inspection pits, is 2,266 
cars, divided as shown in the following table: 


CAPACITY OF INSPECTION BUILDINGS AND YARDS, 
INTERBOROUGH RAPID TRANSIT COMPANY 


Totai Storage C ipacity, Cars Probable 
f ompletion 
Location In Yard . 1 Inspection Pit Date 

PBOth Street... oie ss ye ees 26% 80 Completed 
Livonia‘Avenue............. ae 40 Completed 
Jerome Avenue.............- 300 40 December, 1924 
BAOERISLTCEL «ica avai <-ottsypne ioe 546 80 December, 1925 
Wieatohesters.ctracie sade te seine 360 45 July 1926 
Corona Avenue.............. 1605 40 December, 1926 

1,941 325 
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The subway division of the Interborough at present 
comprises 222 miles of single track, and there are 
accommodations for storing approximately 2,000 cars 
in temporary sheds and on third track. On account 
of the operating demands the company has constantly 
been increasing the number of its cars, and this means 
that there should be corresponding increase in adequate 
storage space and inspection facilities. It is estimated 
that with 222 miles of track the maximum number of 
cars that can be operated is 3,000. Including the 
existing storage yard, the contemplated plans will only 
suffice to provide facilities until this number is reached. 


THE PROJECT WILL Cost $10,000,000 


In the entire plan for shop and storage facilities for 
the Interborough Rapid Transit Railway approximately 
$10,000,000 is being spent, which averages a little more 
than $4,000 per car. This figure does not include the 
$5,000,000 required for the general overhaul and repair 
shops nearly completed at 148th Street on the Lenox 
Avenue branch of the Seventh Avenue line and which 
were described in ELECTRIC RAILWAY JOURNAL May 3, 
1924, page 688. 

Each of the inspection projects has its individual 


: E-Saw-tooth roof 
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Real estate 
Track work: « .c.2ciecc cite bape ernie eS 1p ceo Cement eee 
Building, including foundation and special steelwork floor, with steel 

elevated structure for lead-in track..... 2.4.0.0. eseeuneess ssa 


Including 310 cars in the yard and 40 over the 
this cost averages $4,600 per car. 


CONSTRUCTION OF THE 180TH STREET SHOP 


The inspection building at 180th Street is typi 
both as to cost and general appearance, of those 
templated for the four other locations. The building 
classed as semi-fireproof, being constructed wi 
wood, but not having the steel work encased in 
crete. The building is one story in height withow 
basement, and is 592 ft. long by 120 ft. wide. In 
tion tracks with pits, extending the full length of th 
building, provide accommodations for 80 cars. | 

The foundation was placed on earth or piling wie! 
rock was not readily accessible. The walls are of con-} 
crete. About 50 per cent of the wall area, however, is) 
taken up with windows having steel sash and wire! 
glass. Due to the low roof, which has a clearance of) 

only 4 ft. above the roofs of the cars, these windows | 
are not gays on for lighting the entire floor area. | 
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Typical Cross-Section Through Pits Showing the Pits Under Each Track and the Saw-Tooth Roof Construction 


characteristics, on account of the varying ‘physical lay- 
out and the number of cars to be handled, but the cost 
of the 180th Street development, which amounted to 
approximately $2,540 per car, including those in the 
yard and over pits, is considered most representative. 
This entire project, costing some $965,000, may be 
subdivided as follows: 


Real estate for the inspection buildings. . 
Building, including pit construction 


Trackwork, including that in yard and building. . oat ee 180,000 
Real estate for storagevard 2s ourtisus a te eee 210,000 
BK ees A RP RS eh errs hy ROI NE be $965,000 


’ These figures do not include the cost of engineering. 
superintendence during construction, or interest on the 
investment during the construction.period. The real 
estate was obtained by the city some years ago through 
condemnation proceedings, and when the value of prop- 
erty in the vicinity was somewhat lower than at present. 
The total construction cost is, therefore, somewhat less 
than the cost would be to duplicate the project today, 
although the building was only recently finished. 

The conditions existing at the Livonia project, the 
other one which is completed, resulted in a considerably 
higher total cost, as follows: 


The reinforced concrete roof has saw-teeth extendiaim 
across the entire width of the building, although the 
steel trusses which support it do not run entirely across, 
but are supported at one end on a row of columns set 
up between two of the tracks. Pre-cast concrete slabs 
with wire mesh reinforcement cover the sloping sides 
of the roof, with a finish of roofing tile laid over roofing 
paper. The vertical faces of the saw-teeth are fitted 
with steel sash glazed with clear glass, the sections 
being arranged to swing open. Owing to the necessity 
of being economical of room because of the high value | 
of real estate the clear spacing of the tracks is ou 
12 ft. between centers. 

The stock room, carpenter shop, trangfonmae room 
and office are located on the main floor along one ie 


of the building, while above these on the mezzani 


floor are located the washroom, locker room and toilets, 
and a recreation room for the men has been provided 
on the second floor above the mezzanine, as these build: 
ings are located in outlying. districts of the city. 

Each of the eight tracks in the building has a pit 
extending the entire length. These pits are 8 ft. deep 
below the base of the rail, and are 3 ft. 9 in. wide 
The pit floors slope transversely for drainage. Ine 
pit, side wall are recesses for electric lamps and. 
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A Portion of the 180th Street Inspection Building of the 


Interborough Rapid Transit Company, 
Roof Construction 


Showing 


eptacles for attaching extension cords. As the pits 
wre not open on the sides, no attempt has been made 
0 provide storage for parts and tools on the pit floor. 

The floor and pits are constructed of reinforced con- 
rete. The pit walls are flush with the floor and longi- 
udinal stringers 63 in. high are placed on top of them 
mm which the track rails are laid. This makes a depres- 
sion of the floor about 12 in. below the rail, but ramps 
wre provided at each end of the building to bring the 
joor surface up level with the rail head. This arrange- 
nent was adopted to facilitate the work of the men who 
1andle the lubrication of journals and side bearings. 
Entrance to the building is made at one end, eight 
racks branching off from a ladder outside the struc- 
ure. In the building at 180th Street a separate rolling 
steel door is provided for each track, 16 ft. high and 
2 ft. wide. 

Low-pressure steam for heating is supplied from a 
oiler located adjacent to the main building: In this 
‘oom are coal storage facilities and a small repair shop 
‘for maintenance of the steam heating equipment. 
Radiators are placed along the side end walls of the 
main shop, and additional steam coils are suspended 
from the roof trusses. These provide a sufficiently high 


‘emperature so that the men may work in the shop dur- 
ng the winter time without requiring extra clothing. 


j One of the Pits at 180th Street, Showing Lamp 
Pocket and Track Construction 


Interior of the 180th Street Building. The Tracks Are Raised 
About 1 Et. Above the Floor to Facilitate the 
Inspection of Brakes and Journals 


General interior illumination is furnished by rows of 
fixtures placed approximately 25 ft. apart, with the fix- 
tures in each row spaced 12 ft. apart so as to be directly 
over the aisles between tracks, thus making nine fixtures 
in each row. Every second row contains single fixtures, 
each holding a 200-watt, 125-volt lamp, supplied from 
the 125-volt a.c. service. The fixtures in the other rows 
each contain five 40-watt lamps, operated from the 
600-volt d.c. railway power circuit. Each fixture has a 
dome type reflector to throw the light down to cover 
the floor with as little overlapping as possible. The 
alternating-current circuit may be supplied either from 
the Interborough’s line or the New York Edison 
Company’s service, both of which operate on 33,000 
volts. With these three sources of light it is considered 
improbable that the building will at any time be in 
complete darkness. 


LIVONIA INSPECTION BUILDING 


A different construction was adopted at the Livonia 
inspection building, as the entire yard and structure 
were placed on a heavy fill. Although the yard tracks 
were very conveniently supported directly on the fill, it 
was considered inadvisable to place the building on such 
an unstable foundation as was offered by the filled 
ground. The building was, therefore, mounted on steel 


The Storeroom Has a Complete Stock, but by Carrying 
Small Quantities Its Size Is Reduced 


columns, with the main floor supported on steel girders 
to bring it level with the yard. In the space beneath 
are located the boiler room, coal bins and other storage 
space. The floor girders support the track rails, these 
in turn being supported by steel columns. The base is 
of reinforced concrete. The main inspection floor be- 
tween the pits is of reinforced concrete, with the top 
64 in. below the base of the rail. 

At Livonia Avenue the doors are hand operated and 
of the jack-knife type. They are hinged horizontally 
in two sections and when opened fold up against the 
roof. 


Speeding Up Service in Memphis 


Rerouting, Revision of Time-Tables, New Rolling 
Stock and Scientific Analysis of Operating 
Statistics Have Increased Speed 5 per 
Cent in Four Years 


EW cars and revised schedules have enabled the 

Memphis Street Railway, Memphis, Tenn., to 
make important improvements in the schedule speed of 
operation. This subject has been in the forefront of 
the minds of the company officials for many years, and 
unremitting efforts have been made in that direction. 
Since 1907, the average schedule speed of cars has been 
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SYSTEM AVERAGE SCHEDULE SPEED BY YEARS 
IN MEMPHIS, TENN. 


Year Miles per Hour Year Miles per Ho 
BRO le eens Saccnd cic 8.75 1916. 2 ett paar ane 9.41 
TOO SOR et in aieeeeetnis 8.38 LOD Toa le. facets 9.20 
19 OO Serie cha eratetas steel 8.17 LORS) insd ste mare eee 9.26 
TSB rvessiareferentaliote 8.07 LOA Dect tea, cae aes 9.56 
DOT ie eer terete shel ate 8.42 OO es ezee out eee 9.53 
AQ 1D we Sho eae Carat 8.38 19 2b” -.<S5e duce crane 9.85 
TOUS geokeste save ems 8.56 LO 22. Sa, 0rs 0 ate 10.09 
DL Bee s erek arene ies 8.73 DE ASR CA ee PE 5 9.99 | 
LO ga roe aeie Te oles 9.42 


In the early part of the present year the company 
placed in service forty new cars, of the type shown in 
the accompanying illustration. These replaced a largel| 
number of the old single-track, hand-brake cars, ang 
have made possible an increase in the schedule speed| 
For the first three months of 1924 the average was 1 
m.p.h., while for the month of March it was 10.03 m.p.h 

A factor which has been helpful in maintaining a high 
speed of operation is the good co-operation which has), 
been received from the local police force. On the other! 
hand the railway operates forty-two trailer trains dur- 
ing the rush hours and all day on Saturdays and Mon 
days. These, as might be erperie’, have tended to slow! 
down the operation. | 

As a check on the efficiency of operation, the tra 
portation department keeps a daily record of the number} 
of turnbacks on the entire system. These are plotted] 
day by day on a chart, showing also the number for the| 


i 
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Type of New Car Which Has Helped to Speed Up Service 


increased about 123 per cent. Of this increase 5 per 
cent has been within the last four years. - 

A system of skip stops was installed in 1918, result- 
ing in an increase of system average speed from 9.20 
m.p.h. in 1917 to 9.56 m.p.h. in 1921. Since that time 
many of the stops which were removed have been re- 
stored, but there are enough still sipped) to be an im- 
portant factor in rapid operation. 

Rerouting of cars in the center of city in 1920 took 
approximately half the cars which formerly operated on 
Main Street off that thoroughfare and put them on 
Third Street. This resulted in an increase of the 
schedule speed from 9.56 m.p.h. in 1919, as already men- 
tioned, to 9.85 m.p.h. in 1921. 

Schedules were revised and the amount of time spent 


in layovers was reduced, bringing the system average 


schedule speed up to 10.09 m.p.h. in 1922. The follow- 
ing year, however, a large amount of track construc- 
tion was carried out and the speed fell off slightly. 


corresponding days of the previous month. In 
December, 1923, the turnbacks averaged 47.8 per day. 
For January, 1924, the average was reduced to 30. In 
February it was 23 and in March only 12.3. The com- 
pany considers that the number of turnbacks per day 
gives an accurate indication of the quality of service 
for that day. The reduction which has been effected in 
the average number from 47.8 in December to only 
12 in March shows that the efforts of the transportation 


. department to improve the service have been successful. 


The Department of Street Railways, city of Detroit, 
Mich., reports 17 per cent less accidents during the first 
four months of this year than were experienced during 
the same period of 1923. Liability types of accidents, 
over which the company has most control, showed a 
decrease during this period of 30 per cent, and non- 
liability types, over which the department has least 


control, showed a decrease of but 11 per cent. 
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Portable Substation with 
Telescopic Tower 


suitable Spacing for 33,000-Volt Outdoor Apparatus 
and Overhead Clearance When Station Is Moving 
Over the Right-of-Way Are Obtained by the 
Telescoping Arrangement Employed on 
Interstate 300-Kw. Portable 


. NEW portable substation in service on the prop- 
erty of the Interstate Public Service Company in- 
Judes a number of interesting design features which 
vere worked out to provide sufficient spacing for 33,000- 
rolt high-tension apparatus and at the same time allow 
he car to be moved about on the railway system with 
oper clearance under trolley wire, bridges and other 
yermanent structures. The design employed has the 
vantage of holding the over-all length of the car to a 
ninimum. 

This substation and its equipment were developed by 
he engineers of the railway company, co-operating 
vith the manufacturer of the switch tower and ap- 
aratus. The preliminary design was prepared under 
he direction of C. C. Argabrite, electrical engineer of 
he Interstate company, and J. M. Hedges. The engi- 
eers of the Delta-Star Electric Company of Chicago 
o-operated in this work and developed the structural 
letails of the tower and other outdoor apparatus. 

The station is of 300 kw. capacity with manual 
ontrol. With the tower lowered for transporting the 
ver-all height is 14 ft. 3 in. above the rail. When the 
ower is raised for operation the over-all height is 21 ft. 
‘he horn gap lightning arresters are carried on sup- 
rts which are hinged from the tower structure so 
hat in the operating position they extend over the roof 
f the converter room. These fold into the tower struc- 
ure when the latter is lowered, so as to cut down the’ 
mount of overhead clearance required. 


CONNECTIONS FACILITATE QUICK MOVEMENTS 


The connections both to the high-tension lines and 
0 the feeder are made in such a way as to facilitate 
he work of setting up or of moving the station. The 
ransformer leads are connected by jack-knife connec- 
ors, and the feeder connection is made by bolted lugs. 
n bringing the feeder lead out of the body, specially 
lesigned supports are arranged on each side of the cab 
0 that the cable can be connected to the overhead 


« REABL @ 
‘gUB STATION 


Clearance for 33,000-Volt Outdoor Apparatus on the Interstate 
Portable Substation Is Obtained by Using 
a Telescoping Tower 


feeders on either side of the car. A special type of 
clamp is installed for making the negative connection 
to the rail, and turnbuckle rail clamps are provided for 
fastening and leveling the station. 

Overhead racks, with disconnecting switches, are lo- 
cated at various points on the system where side track 
facilities are available. Thus, the substation may be 
connected in at any of. these locations without de- 
energizing the high-tension line. 

Some of the more important dimensions and items 
of the equipment of the substation are as follows: 


Length over coupler pulling faces... 2. eis tej es 36: ft. OW eine 
Bier Char COT CONS 1 statecare, ainwey Guns os anatarcu ceemeneh ee tameLeP Mauna as weds PARI Nah 8 in. 
rereme, Width Over alli ss. se cueets acre atele @ PMaie ee ake Oe LE, 2% in. 
Mena Ol DOGY pOVER aillceerynces) ciate ronadaaleks vite as aos US £6. 0 in. 
ZOE OL. OULSIC OM SILISthc tr. cies where encdere ere tereeemememer aia ei 44 in. Sr iils 
Size of intermediate and center sills.............. 4 in. 8 in. 
TOS BOTS! '5 ie:o eiceins Re cuceel atibe ea eeiee ol ckrc on caine pasate Built up structural steel 
MRTIO ICS) Shs te. x CaS Os, sutureack shane tater eo iepenrcioies Buckeye freight car type 


PPROREDESETONEG! 5 cai sieuche reac suerte eassenneed aterenincy h oaele ges cameo) Ah temayert BL) ins x9) in. 


The converter room is equipped with storage cabinets 
for carrying spare parts and miscellaneous supplies. 
These cabinets are built into the walls of the compart- 
ment. In addition a large storage cabinet is built 
underneath the body. The inclosed body of the car is 
covered with No. 16 gage sheet steel. 

A duplicate lighting system is installed, so that the 
substation can be illuminated either from the trans- 
mission line or d.c. feeder system. When alternating 
current is used for the lights, current is taken from 
the low-tension side of the power transformer. 


Detail of Tower Retaining Pin & hoo (AS eee > 
Side Elevation 


‘he Lightning Arresters Are Carried on Supports Which Extend Ou 
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Side Elevation 
(in closed position > 


Front Elevation 


t Over the Roof of the Closed Body When the Car Is in Service 


and Fold Up When the Tower Is Lowered 


a 


310 ELECTRIC RAILWAY JOURNAL 


cpp RT AB 
BUSSTATION 


With the Tower Down, Clearance Is Obtained so that This 
Portable Can Pass Under Bridges and Other 
Permanent Structures 


A small car type air compressor is mounted under 
the body to provide compressed air for blowing out the 
apparatus and thus keeping it clean. Standard tele- 
phone jack plug connections are provided, so that oper- 
ators of this car can make connection with the com- 
pany’s regular telephone system. In this way they can 
reach the load dispatcher at any time for any instruc- 
tions which he may wish to give. 

The general appearance of the complete unit is shown 
in the accompanying illustrations. Some of the features 
of the tower design are shown in detail in the accom- 
panying line drawings. A set of worms and gears, 
operated by hand cranks, is used to raise the tower into 
position through the medium of flexible cables and 
pulleys mounted on the lower section of the tower. 
After the tower has been raised, steel pins are inserted 
to maintain it in position. The method of folding the 
lightning arrester supports when the tower is lowered 
is also shown in the drawing. 


g “Extra Pliable 
Steel ho/sting 
rope 


Side Elevation 
K-7#-5| 


The Tower Is Raised by Worms and Gears Through a System of Flexible Steel Cables 
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Transit Conditions in Greater | 
Berlin : 


There Were Fewer Passengers on the Transportation) 

Lines in Berlin in 1923 than in 1917 or 

1913—Financial Conditions Prevent 
Further Develepment 


By Dr. ING ERWIN HEISTERBERGK 
Engineering Staff, German State Railways 


ERLIN’S rapid increase in population during the} 
few decades before the war and _ especially the| 
growth in population of its suburbs made the need for| 
rapid transit increasingly great. As in other large} 
cities, with this increase in population and a still greater) 
increase in railway traffic (see table) there came an} 
increase in the length of ride and of the time required 
for the average trip. The surface line system became 
inadequate to care for this business, and the cars down-| 
town actually showed a decrease in speed. During the 
evening rush hour. actual timing showed that from 10} 
to 12 minutes was taken by these cars to go 1 mile} 
within the congested-—area. | 
Berlin’s rapid transit system began in 1902 with the 
construction of the Elevated & Underground Railway 
from Warschauer Bridge to Charlottenburg (see Map) 
I). The system developed so rapidly that in 1913 there} 
were 22 miles of route in operation and 12 miles under| 
construction. During the war building stopped and| 
only one line, a north and south line from Seestrasse to} 
Gneisenaustrasse, has since been finished. It was opened| 
in) 1923: +i 
Map I shows not only the present rapid transit lines 
of Greater Berlin, but also the most important Stadt-| 
bahn and the suburban steam railway lines (to be elec-| 
trified as soon as possible). On these lines last year] 
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per cent of all passengers in Greater Berlin were 
 rried, as shown in the table. The rapid transit lines 
/'e operated by a private corporation, though some of 
‘em were built by towns now forming part of Greater 
‘erlin. 

Hho CREATION OF GREATER BERLIN 


| Progress in the solution of the rapid transit problem 
1 Berlin was delayed many years because there was 
‘o authority whose powers extended beyond the city 
voundaries. The logical step was to incorporate the 
hole of metropolitan Berlin in one municipality, but 
‘he former Prussian government did not wish too large 
he increase in the power of Berlin, whose political ten- 
leney was not that of the royal government. There- 
ore, the government passed the Zweckverband act in 
(911 authorizing a joint board made up of representa- 
‘ives of Berlin and the surrounding districts to study 
‘apid transit, city planning, and other related problems 
tee with limited powers of administration. This action 
was taken over the protest of the Mayor of Berlin, who 
jid not believe the act went far enough. 

The revolution of 1918 removed the obstacles against 
the consolidation of Old Berlin with the surrounding 
districts, and in 1920 an act was passed consolidating 
Berlin, Charlottenburg and other neighboring districts 
into a Greater Berlin which is one of the largest cities 
in the world. This accounts in large part for the in- 
erease ‘in population shown in the table between 1917 
and 1923. If future increases are in the same propor- 
tion as before the war, the population of Greater Berlin 
in 1950 will be about six millions of people. 

Map III shows the city boundaries of old and Greater 
Berlin. While old Berlin covered an area of 25 square 
miles, the area of Greater Berlin is 339 square miles, 
or about as much as Greater New York territory, ex- 
cluding water. Greater Berlin’s area is approximately 
circular, with its principal dimension extending east 
and west for about 28.7 miles. North and south the 
distance is 23.5 miles. 

While the population has quadrupled in about fifty 
years, the traffic has increased 130 times, or from about 
10,400,000 in 1870 to 234,000,000 in 1890 and 1,240,- 
500,000 in 1923. However, there has been a decrease 
since 1913. This has been most noticeable on the auto- 
bus and surface lines, the reason being that their rates 
of fare were too high for an impoverished people. On 
the other hand, the government-owned Stadtbahn and 
suburban lines, through their low fares, doubled their 
traffic between 1917 and 1923, though this was done at 
the cost of all of the taxpayers. 


PROPOSED RAPID TRANSIT LINES 


A most valuable service of the Metropolitan Board 
of Traffic and Town Planning in its period of existence 
from 1912 to 1920 was to recommend a comprehensive 
rapid transit plan as is shown in Maps II and III. On 
these maps existing rapid transit roads are represented 
by solid lines and proposed additions and extensions by 
broken lines. 

_ All transit lines proposed are through-routed, that is, 
they traverse the center of the city, and they are so 
routed that they can interchange traffic. Excluding the 
Stadtbahn and suburban lines, the proposed system will 
have about 110 route-miles. Of this amount 63 miles 
will be subways, 25 miles elevated, 14 miles open cuts 
and 5 miles inclines. At pre-war prices it is estimated 
that the new lines and extensions would cost about 


a 


$114,000,000 excluding power stations, yards and equip- 
ment. 

On the theory that every citizen within the center 
5-mile zone should not live more than 4 mile away from 


LEGEND 
[Existing Subways 


” Elevated 

——-—Subways under Construction 

Stadtbahn Steam By 4 
Suburban ” 


varde pe peosti ese 


LEGEND 
Existing rapid transit lines 
---- Proposed new routes 
—— Stadtbahn Steam Ry. 
+ Suburban Steam Ry. 
——— Rapid transit on Aree 
Steam Ry.; proposed 


/Lichferfelde 


Map II—Proposed Comprehensive Rapid Transit Plan 
for Greater Berlin 
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Map III—City Boundaries of Old and New Berlin 
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TABLE SHOWING POPULATION AND PASSENGERS CARRIED IN THE PRESENT AREA OF GREATER BERLIN 
Passengers Carried on: 
Stadtbahn Suburban Rapid Transit Motor Bus and Total Ride} 

Year Population Steam Railways Steam Railways Lines Surface Lines Horse Bus Line Passengers Carried perg Car! 
UCU IOE See Gitar c Sacer ee ra 1,929,000 40,000,000 DS AGO OOO Fresrersmratvs 143,000,000 27,800,000 234,200,000 121] 
ESOS iz cee era ete owienels srereke 2,216,000 89,000,000 46;600;000 0 eS ete se 167,300,000 37,400,000 340,300,000 135) 
L900 i. cate at verses, ate ke 2,660,000 115,000,000 GOCOO 000) it dinar ate.t Sererene 280,600,000 0,600,000 545,800,000 205) 
TSO De Res co aneeeee tn ase sons 3,138,000 149,000,000 111,100,000 34,600,000 428,200,00u 111,500,000 834, 400,000 dl ‘ 
ADO trcesetors a prsteres asta eae 3,621,000 190,000,000 163,000,000 56,900,000 568,900,000 146,000,000 I, 124, 800, 000 Wi 
iG) Herren ac ueatee Vern Ret oO 3,944,000 196,000,000 199,300,000 73,100.0 651,600,000 169, 700, 000 1,289;700,000 327). 
RD oa ny Sieh ante eerie as eit 3,390,000 163,000,000 148,000,000 111,500,000 96,500,000 33, 200, 000 1,352,200,000 399) 
Es Biren Seen ees ai memati 4,012, ‘000 292,000,000 356,000,000 145, 000,000 419, 900,000 27,600,000 1, 240, 540,500 301 


a rapid transit line, this 5-mile zone of Greater Berlin 
would require 140 route-miles. The proposed plan (in- 
cluding the electrified Stadtbahn and suburban lines) 
provides for about 125 route-miles. In the zone between 
the 5 and 10-mile circles, a distance of 14 miles be- 
tween two routes is supposed to be sufficient. Theoreti- 
cally this would require 118 route-miles of rapid transit 
or feeder lines. The proposed system provides for 
about 140 route-miles. Unfortunately it is not expected 
that the rapid transit facilities of Greater Berlin will 
develop rapidly during the next few years, because of 
adverse financial conditions. Moreover the city does 
not yet have the power to assess the cost of construc- 
tion of rapid transit lines against the owners of the 
benefited property. 


Brisbane System to Be Rehabilitated 


HE Privy Council in London has decided that the 

state of Queensland is to pay the Brisbane Tram- 
ways £1,500,000 for its property which has been taken 
over by the government, and is now being administered 
by a board. This board consists of two members ap- 
pointed by the government and six representing various 
councils. The tramways property was formally taken 
over on Jan. 1, 1923, but the compensation to be paid 
for it has only recently been determined. The case 


first came up before the Full Court of Queensland, 
which on March 28, 1923, directed that the compensa- 
tion should be paid on the basis of the physical valua- 
tion as of Jan. 1, 1923, with allowances to the company 


miles of track and 182 cars. Ci], 
mileage was 5,211,971; the number of passengers ¢ai) 
ried was 74,721,594, and the revenue received wil! 
£636,258. There are 1,386 employees. 

While the definite plan for rehabilitation natural) 
has had to be delayed until there was a decision as 4) 
the amount to be paid for the property, the new ownei 
have practically decided to rebuild the office buildin j 
carhouses and repair shops, and add considerable de 
equipment. The replacement of fifty old cars will }} 
the first step. | 

The design of car shown in the accompanying eleyé 
tion and plan is the one being considered. As will k} 
seen, it is a combination open and closed car, with th} 
closed compartments at the ends. The seats follow th 
back to back plan which has proved to be so popia} 
in Australia. 

This car will have a total of 64 seats or a greate| 
seating capacity than any of the present cars, six exil 
on each side instead of two as at present, better pi 
tection against the weather, steps which will be 8 ir 
lower than on the existing cars, and the conductor wi 
have free access to all passengers through the cente 
aisle without using the running board. j 


Plan and Elevation of Car Proposed for Brisbane, Queensland 
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Light-Weight Cars for Racine and Kenosha 


This New One-Man Equipment of the Milwaukee Electric Railway & Light Company 


EN new double-truck one-man cars recently put 
in service in the cities of Racine and Kenosha, 

Wis., by the Milwaukee Electric Railway & Light 
Company, which operates the railway properties in 
these two communities, represent an interesting type 
of small double-truck unit for use in this type of 
service. The improved riding quality of the double-truck 
design was felt to offer a material advantage over the 
Single-truck cars which had been operated in these 
cities for some time. These new cars, however, were 
made as short is was consistent with obtaining the 
mecessary room under the floor for mounting electrical 
and air-brake equipment. 

In their general structural design the new cars, which 
were built by the St. Louis Car Company, follow closely 
the construction used in the one-man, two-man cars 
put into service in Milwaukee in 1920 and 1921 and 
described in ELECTRIC RAILWAY JOURNAL Nov. 21, 1921. 
They are arranged for double-end operation, are of 
the arch-roof type and have platform floors carried 
jeve! with the body floor except for slight ramps from 
the bolsters to the door openings. 


DOUBLE DooRS AT FRONT END PROVIDE SEPARATE 
ENTRANCE AND EXIT 


Separate doorways at the front end in each direction 
of operation allow simultaneous interchange of boarding 
and alighting passengers. Full Safety Car Devices 
Company equipment is installed and separate folding 
steps are connected with each door. The letterboard 
and side sill are carried across to the end framing, 
above and below the door openings, and there is no 
horizontal offset at the body corner post. Consequently, 
in order to keep the overhang of the doors at a minimum 
when they are folded open the panels are made as 
narrow as practicable. This is accomplished by dividing 
the exit door into two panels and the entrance door 


into three. The accompanying illustrations show the 


arrangement. 
Seating capacity for 44 passengers is obtained with 


Is Designed to Meet the Needs of Smaller Cities and at the Same Time Give 
the Desirable Riding Qualities of Double Trucks 


These Double-Truck One-Man Cars Are Popular in Racine and 
Kenosha Due to Improved Riding Qualities and Wide 
Entrance and Exit 


a total over-all length of 36 ft. 8% in. Cross-seats are 
used throughout with the exception of one longitudinal 
seat at each of the corners, adjacent to the door open- 
ings. Folding seats provide accommodations for 4 
seated passengers in front of the doors when they are 
not in use at the rear end. 


WIDE AISLE TO FACILITATE MOVEMENT IN CAR 


Since all passenger interchange takes place at the 
front end of the car, the maximum practicable aisle 
width was considered desirable for facilitating the 
passenger movement. For this reason the inside body 
lining below the arm rest is set in close to the side gird2r 
plate, with only enough space between to assure proper 
insulation in cold weather. The wall plate ends of 
the cross-seats are thereby carried inside of the arm 
rest line, so as to give hip room below the arm rest 
for a passenger sitting next to the window. With an 
over-all width of 8 ft. 7% in. over the drip rails, 8 ft. 


The Vestibule Windows Are Protected by Storm Sash in Winter. 
The Center Sash Is Equipped with a Window Wiper. 


Liberal Aisle Space Is Provided to Facilitate the Movement of 
Passengers Within the Car 
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6 in. over the side posts and an inside width of 8 ft. 
4 in. between body lining, an aisle width of 28 in. is 
obtained. The cross-seats are 36 in. wide over all. 

Pressed steel side posts, which have been used ex- 
tensively in Milwaukee on previous groups of cars, form 
the main vertical members in the body side structure. 
As shown in the accompanying cross-section, the posts 
consist of a flanged U-shaped member, installed with 
the open end of the U toward the exterior, and covered 
outside with a plate riveted to the flanges and extending 
between the letterboard and the belt rail so as to form 
an inclosed box column. The sheet steel letterboard 
and the side girder plate are also riveted to the. side 
post flanges. 

At the upper end of the posts flanges are provided 
to form a support for the bar steel carlines that. are 
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SPECIFICATIONS OF DOUBLH-TRUCK ONE-MAN CARS 
FOR RACINE AND KENOSHA 


Number-of-cars. Ordered.) .cidy, 5 wictciele wets Wee a 5 ots ]o Haren 10 
Date ‘order “was ,plaGed. «chokes ode oule ee eek Behera. June, 1923 
Date jof déliv ery-s 6 Jie: CER Arat ais ted te ae etinats February, 1924 
Builder of Gar spOGY- cm re -oviotoeaa cin ed wel tars St. Louis Car Company 
TYG: LCA sae eae Sate eleanor cls Semi-convertible, passenger 
Seating capacity. asic iy ocid a eevee aueesn be) casks Prevesensas hee 44 
Weight: 
Car. -DOOY Ais weik Seocte hie tere tove-toe ae Masts ole diA aa Pega Oe ee 16,420 Ib 
"EP UCR a cixcerare veh Gteenain tie ais’ © 4 ebaienteenern nt hae se ere kee eee 9,080 1b. 
A OTe Rb DGC) acXs) cl aeRO CRE es CORY CAMO Se eGo aa eT Ea ey Foo a ou 4,000 1b. 
ROCA SNCs cree wiekesaa S atetalenaie keiths adagmuaatinne emeon teers bs herent ak acne 29,500 Ib. 
Bolster Centerg). Weneth: oitas. vss eis acs paar ee Py eS ills) ft: 423 in. 
Dien SPS OVER Bl sniaeicnce fos 5.2 aE oe ee 36 ft. 8% in. 
TUG “WH ECCID ASE A eter onan cerot oetePoh as prateenremer eee ee a 5 ft. 4 in. 
Width: Over sald V2 Fetyesaiecicit aban ectentee anes ce stetokine Sleiehe Rancho 8 ft. 78 in. 
Height, Tailote trolley. base ss...7: tess ae thee eee ee 11 ft. 23 in. 
BBO Gly: 2 "Sire suahal tate ance totekeliev/ele lene: auctoncvenat sce CeaneMet octeheris Gurnee aia ae Semi-steei 
DIVEST OT ERT ETAT oe odo fal oss a macy aya cite dagen als eal SSCS eae .» Cherry 
BERS D bh ouch rere Teen ee IE AMER os Son Haskelite 
BROOE edb Ia ah ae ein wee, oft <4, ah otaicstayelvellel noe makes va ate aioe a a Arch 
AIT WEAKEST es -scerp ove here: wings rorteareacie rohsber nah aires en Re Satety 
NTE OO Fe rape Wea sp ao ca aren tel Roe ela he cea ver Sane tated une treated carbon steel 
UB UTD SPS 2.2. /eice) si sce} sa sa) ate es eRe oe em eet ea etnar eco coe elie Rolled channel 
(ar sipnal-system—o.%. «eon <6 ...Consolidated 
Car trimmings. .4.0 hs.) hunsdie ee ee eee eee Bron.e 
Center and side bearings:.......... T. M..E. R. & L., lubricated 
Control oie: sare wade Sreanleenge eee Bae rE Renee ae Westinghouse K-6 
Curtain fixtures). Nes cenedey animate National Lock Washer 
Curtain material stds ome aie ioe Pantasote, double-faced 
Destination: sigtisn 5 .\ tie sc mnvsubin wechseln eee St. Louis 
Door operating mechanism......... T. M. E. R. & L., air-operated 
Hare DOES) ayt uals oe Miva he aes aronaemton soa nee Une ae eee T, M. E.R. & L. 
Wine Cleu ands: \.:ciccestuamuscnists a teannmel ot oan Ce er eo D2 Mi. Bis Rene sii: 
Gearsrandupinions par -anvcatee eek necenct ie eee ee G. E. grade M 
PAN GAG alKes”'.. ay ascL aut wa crionee cee St. Louis, ane brake handle 
eater equip Gnitie, samme erent ene T. M. E. R. & L., hot air 
Hisa die hts ..c sip a tance tates Ohya ee ee Ohio Brass 
JOUrNAT POKES. Liss cfd anntibe eee eee eee ee nara Symington 
Lightning arresters 1.0.0... oss wes ame eee em Westinghouse Me 
MOTORS or Sia teste starcvorcestusueun toate eae eae eee Two G. E. 247, inside hung 
PIMA SHes bis ciara braze ico oe LM abi ken th See RATT OO IAG Oo bho Tics e Varnish 
poEchiXi (2) ¢- eeare Re CANN ITD a eed ict 4 6G amcinin Safety, air-operated 
Sash: fietures sii ests Rocce pein} cores seen Sree Edwards 
NICS fe COs Ee EE ao Gin ee roratis cS aicke coxn sa St. Louis, rattan 
Slack adjuster Anderson 
io) Og ttt 4: eae eae ern Pn MrT tts ulin ey Gr hic «2b a yas Fort Pitt 
Step streads wes Anlagswmciy ee we i<ass 
"Provey CATCHES! Ac cyeisielere So keste Ee esas RS ee eee Ideal 
Trolley base ...... U. S. No. aoe 
Trolley. Wheels? va sis Sisson epee snes one oO a Tee eee ' 
DENCE = 55h Sis ise Woe cae ee ovate eve, cote) eee T. M. E. R. & L. arch Bar 
SWOMILTA TOTS) X.sh cians, shoetine « chon ecercis Shotts See PA Cate nent eae Peerless 
AVABEES. «hts a pace, prbco itaste ia ee Pal oad ae ee Steel, 26 in. 


The Over-All Length of the Car Is 36 Ft. 83 In. and Seating Accommodations for 44 Passengers Are Provided 


set on edge at each side post. The steel letterboar’ 
extends across the top of the side posts and is rivetec 
between the carlines and the side post flanges. A ligh' ii 
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Standard Milwaukee Side Framing Construction Is Used with t r 
Upper Sash Set Between the Side Posts and the Lower 
Metal Sash Arranged to Raise 
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‘00d top plate serves as a screwing strip for the tongue 
id groove poplar roofing and also for the roof 


olding. 

Metal lower side sash, arranged to raise, are used 

| the body. The upper sash, however, are of wood, 

t individually between the side posts for each window 
ing. The parting strips installed between the lower 

bo and the curtain groove are made of aluminum. 


| 
“VesTIBULE WINDOW WIPERS ARE AN INNOVATION 


The vestibule sash are also of metal, arranged to 
top into pockets in the dash. In winter the vestibule 
'tindows are protected by metal storm sash set on the 
utside of the posts and held by clips. A novel type of 
ndow wiper, designed and built in the Cold Spring 
nes of the company, is installed in the center vesti- 


ule window opening, as shown in the two views of the - 


ront” of the car. The operating handle of this 
liper extends through one of the vestibule posts and is 
rranged so as to be used by the motorman with storm 
ash in place. 

Double thickness flooring insures warmth in cold 
reather. This is covered with the customary type of 
oor strips in the aisle. 
Some years ago the Milwaukee company designed and 
uilt a light-weight type of truck which has since been 
tandard on the property and is used under the new 
ars. The trucks are spaced on 13-ft. 43-in. centers. 
Vith 26-in. diameter wheels, the floor height at the 
olsters is 2 ft. 8ié in. above the rail. No end sill step 
s used, but a total of. 3ts in. of ramp between the 
olster and the end sill and between the center of the 
ar and the door opening reduces the height of the 
oor at the door to 29 in. above the rail, permitting 
tep heights of 14 in. and 15 in. respectively from street 
)» platform. 


_ Telling the Public What Track Costs 


EN the Grand Rapids Railway, Grand Rapids, 
Mich., recently relaid track in the downtown sec- 
ion of the city, it made use of several advertising 
igns to inform the public what was going on. The 


INFORMAT! ON 


PRISES THE LAYING GE Y 


F Fo ENTIRE aa ae i 
an BD Q Moaroe Ave And 


2095 FEET OF DOUBLE TRACK From Michigan: 
Nill Cos t Approninarels #6 


| 


tf pale REQUIRED FOR THIS WORK pete need WLUBE | 
{09 TONS OF 100 POUND RAIL ~ 2075 WHITE OAK TIES 

“420 THERMIT WELDS - 

q E YDS. C0) 


NCRETE— 6000 6; 
~ 4100 SQUARE YDS. OF BRICK OR 164000 BRICK, 
2 _ 3450 FEET OF COPPER WIRE = 


j OTAL COST OF THis 
75000 arte TIAL. Cog ORL 


“ET ENT ne OF THE Aes OP 
HE WILL WE LETE THIS. WORK AS SOON AS POSSIBLE 
S EXPECTED THAT THE WORK WILL BE FINISHED. 2, JULY 1b WEA 


GRAND RAPIDS RAILWAY COMPANY . 


ample of the Advertising Used by the Grand Rapids Railway 


igns were large enough to be read easily at a distance 
nd told the quantity of rail, ties, cement, brick, etc., 
equired for the work, as well as its total cost. 
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Automatic Rear Exit Door Tried 
in Washington 


N ORDER to facilitate passenger movement in one- 
man cars, the Washington Railway & Electric Com- 
pany, Washington, D. C., has equipped its cars of this 
type with automatically controlled rear exit doors and 
steps. The idea originated with J. H. Stephens, super- 
intendent of railways, and work was done in the com- 
pany’s shop under the direction of R. D. Voshall, 


Passenger Alighting from the Automatically Controlled Rear Exit 
Door on the One-Man Cars of the Washington 
Railway & Electric Company 


superintendent of equipment and structures. National 
Pneumatic devices are used in much the same way as 
on the cars of the Chicago Surface Lines, described in 
ELECTRIC RAILWAY JOURNAL for Sept. 30, 1922, except 
that the apparatus is used for the rear door in Wash- 
ington instead of for the front door as in Chicago. 

To enable the motorman to see when passengers 
wished to get off by the rear door, a large mirror 15 in. 
square has been mounted at each end of the car. A 
smaller mirror has been mounted outside of the front 
door so that the operator can see when the last pas- 
senger has alighted from the rear step. Moreover, the 
rear door is connected with a signal light in front of 
the motorman, which tells him as long as it is burning 
that the rear door is open. 

Since the first of these cars was put in operation, 
the latter part of June, the apparatus has functioned 
perfectly without breakdown, jam or other mishap. 
There has been no accident or confusion occasioned by 
its use. The passengers appear to like the idea, and 
the company believes that the only legitimate com- 
plaints against the use of one-man cars have been elimi- 
nated by this means. 


316 


Dual Accident-Prevention Plan 


Monthly Bonus Awards and “Distinguished Service 
Buttons” for the Trainmen Have Resulted in 
More Careful Operation and Fewer Accidents 


N THE railway lines of the Birmingham Electric 

Company, Birmingham, Ala., a dual plan for the 
prevention of accidents is in vogue. This scheme has 
produced excellent results in securing reports of all 
accidents and at the same time has relieved operating 
officials of the difficult task of differentiating between 
avoidable and unavoidable accidents. 

Some time ago it was decided to use a bonus distribu- 
tion as a means to secure a reduction in the number 
of accidents. The actual expenditure of the claim 
department for personal injuries and property damage 
during the past 3 years was taken as a basis of calcu- 
lation. Each month was averaged separately. The 
bonus paid is the difference between the figure for the 
current month of the current year and the average 
for that month during the previous 3 years. This sum 
is divided equally between the company and the train- 
men and shopmen without regard to individual records. 

The fact that the individual trainman or shopman is 
not deprived of his share of the bonus because he may 
have had an accident during the month has not been 
found conducive to carelessness. On the contrary, there 
is a disposition on the part of the more careful men 
to observe the performance of the less careful ones, and 
to admonish and remonstrate with them when it is 
seen that they are becoming negligent. Moreover, the 
fact that the individual man is not penalized for an 
accident has had a tendency to insure a report being 
made of every incident that might result in a claim. 
To encourage the reporting of all accidents, an allow- 
ance is made of 45 minutes time for each report. The 
fact that the award of the bonus is dependent upon the 
actual expenditures of the claim department has made 
the trainmen diligent to aid the work of that depart- 
ment by furnishing full information. 

In case the claims expenditure for a particular month 
is more than the average figure the balance is carried 
forward and subtracted the following month. No bonus 
is paid until the deficit has been made up. For the 
first five months of 1924 slightly more than $3,000 was 
distributed in bonuses. 

In order that there might be greater incentive for 
the individual men to do as well as possible, the super- 
intendent of transportation originated a plan of award- 
ing so-called “distinguished service buttons.” These are 
issued when no charge has been made against a train- 
man’s record or expenditure of money by the claim 
department on an accident in which he was involved. 
No attempt is made to place the responsibility for the 
accident, it being assumed that if the claim department 
expended money there was some liability. General 
observation of rules is taken into consideration in con- 
nection with a conductor’s record: Because it was 
thought that a short period would stimulate more in- 
terest than if the period were made a year, the record 
is made up every six months. 

The buttons are about the size of a 10-cent piece and 
have the letters B. E. Co. in the center in black 
enamel. 
guished Service, Transportation Department.” Bronze 
buttons are awarded for 6 months without an accident, 
silver buttons for 1 year and gold buttons for 2 years. 
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Notch in Rail, Head Is Filled with 


Around the outside appear the words “Distin- 
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In case a trainman is in the 18-month or 23-year clas} 
a stripe appears at the bottom of the button with th) 
words “One and a Half” or “Two and a Half.” 
The plan was started on Jan. 1, 1923, and 34 mej 
were awarded buttons for the year 1922. For the find 
6 months of 1923 the awards constituted 135 bron Z) 
and 19-silver buttons. For the last half of 1923 ther 
were awarded 14 gold buttons, 81 silver and 184 bronz| 
buttons. At the end of the first 6 months of 1924 1} 
gold, 152 silver and 140 bronze buttons were awarded 
making a total of 304. Inasmuch as the total numbe) 
of trainmen averages only about 670 this constitute) 
approximately one-half of the number. Since the adop 
tion of this dual plan it has been noted that there hai 
been more careful observation of the rules, mori 
courteous treatment of passengers, and a reduction ii} 


first 6 months of the year as compared with the sami 
period the preceding year. 


This Design Is Intended to Prevent Failure of Sean | 
Welded Joints on Account of Shear and | 
Impact Strain if | 


N THE USUAL method of seam welding rail joints) 

the rails are each separately welded to a joint plats 
so that all strains are transmitted from one rail to thé 
other entirely through the plates. No provision is madi) 
for the shear and impact strain, due to the weight oi) 
the blow from the rolling wheels, with the result thai) 
the seam under the head of the rail on the receiving! 
end of the joint often cracks just at the rail end. Thi 


tend progressively} 
along the joint foi} 
its entire length anc} 
after the failure oj 
this seam the othe] 
seams fail and the| 
entire structure be:| 
comes disrupted and| 
worthless. In most! 
cases, however, where| 
the initial cracking| 
above described does not occur, the joint remains sou 
and useful. 

In order to overcome this difficulty a joint has bean 
designed by EK. M. T. Ryder, way engineer Third| 
Avenue Railway, New York City, wherein a notch as 
shown in the accompanying drawing is made in the head 
of the rail directly above the joint. This notch is of # 
depth equal to the thickness of the fish plate, and is 
filled with metal welded to the facing ends of the two 
rails and to the top of the joint plate. The metal within 
the recess is thus integral with the metal forming 
the weld between the joint plate and the two rails. 
With the grooved girder rail a second recess is formed 
on the other, or lip side, of the rail, but with tee rails 
it is thought to be undesirable to cut a notch and weld! 
on the gage side. 

The shape of the recess may be varied, depending 
upon the width and shape of the rail head, but it is 
not generally desirabie to carry it entirely across the 
head, as not less than one half of the surface of the 
rail, head which comes in contact with the wheel should: 
be of the original metal in order to preserve an adequate 


Welding Metal to Strengthen 
the Joint 


| 7 
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upporting surface of uniform composition and to pre- 
ent the wear or cupping which might otherwise occur. 
The continuity of metal between the two rail heads 
revents the receiving rail from sinking below the level 
f the run-off rail under the weight of the car wheels, 
hus avoiding impact strains which are likely to crack 
he seam weld. The necessary longitudinal tensile and 
ending strength is provided by the seam weld through- 
ut the length of the joint plate. 

This joint is applicable to rails of any type. 
as been granted Mr. Ryder for this joint. 


A patent 


4 Roller Bearings for Electric Cars 


in Germany 


LLER bearings are being used with success on 

the electri: cars in the city of Hagen, Germany, 
ecording to an article in Verkehrstechnik for June 27, 
924. These cars are of a single-truck type with 9-ft. 
in. wheelbase and are equipped with two motors. 
Vhen roller bearings were first used with this equip- 
nent, a smooth roller bearing running upon hardened 
md ground sleeves was used. Difficulty was experi- 
mced, however, as this type of bearing would not take 
ateral thrust such as occurs at the armature and axle 
earings. In order to take this lateral thrust it was 
‘ound necessary to arrange the bearing either with a 
ressure disk at the end, or with one ball bearing. 

The difficulty was overcome by using roller bearings 
vith collars. These collar-roller bearings are installed 
m the commutator end of the armature shaft, but a 
mooth roller bearing is used on the pinion end. The 
ixle bearings of the motor, however, are both of the 
ollar-roller-bearing type. 

In the manufacture of these roller bearings particular 
ittention is given to making them interchangeable, and 
ui parts are drilled and machined in jigs. The inner 
‘ace ring is pressed upon the end of the shaft, and held 
here with a cap and three chromium-nickel-steel bolts. 
The outer race is also pressed into the bearing housing, 
und is retained by a large cap which completely closes 
the bearing so as to make it dust and water tight. The 
smooth roller bearing, located on the gear end of the 
armature, is held firmly to the shaft by a shrink fit. 

The roller bearings are lubricated with a high-grade 
zrease, which has a melting point of 93 deg. C. Par- 
‘icular attention has been given to making the bearing 
‘ight so that the grease will not run out. To accomplish 
this an oil-throw ring, 4 in. wide, has been placed next 
(0 the roller bearing with its periphery shaped so as to 
throw any melted grease back into the bearings. An 
annular cavity is also provided to receive any grease that 
might escape, and this cavity is formed so as to direct its 
sontents toward the bearings. An additional provision 
employed to insure tightness consists of steel rings with 
cast-iron grooves which have very small clearance. The 
commutator end bearing has only a throw ring and a 
yrease chamber. 

Tests show that the use of roller bearings has re- 
duced the energy consumption approximately 10 per 
cent. Also, there is less bearing wear so that the gear 
and pinion are kept accurately in mesh with less varia- 
tion in the distance between the centers. There is also 
less side swaying of the motor. A further advantage 
has resulted from the increased period for lubrication. 

The use of roller axle bearings was at first considered 
inadvisable, on account of the necessity to press off the 
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wheels in order to install the bearings. Experience 
shows that the life of these bearings is as long as that 
of the wheels, so that it is seldom necessary to replace 
a bearing before the wheels are worn out. 

Since 1922 all bearings on electric cars in Hagen have 
been equipped with roller bearings, and the first in- 


| 
| 


Types of Roller Bearings Used for the Armature and Axles 
of Cars in Germany 


spection was made 13 months afterward. At this time 
everything was found to be in satisfactory condition, 
and much of the original lubricant was ‘still in the 
bearings. 


Pins Indicate Accident Locations 


NFORMATION concerning the accidents on the lines 

of the Worcester Consolidated Street Railway is read- 
ily available to the general manager from a map which 
hangs on the wall of his office. This shows on a com- 
paratively large scale the track layout of the entire 
railway system. A pin is stuck into the map at the 
proper location whenever an accident happens. Five 
different color pins are used to denote different kinds 
of accidents, such as automobile collisions, boarding and 
alighting accidents, car collisions, ete. When an accu- 
mulation of pins occurs at some point. the attention of 
the management is drawn to the number of accidents 
occurring there and investigations are made with a 
view to remedying the situation. 


L The Readers Forum _| 


Carbon Limit Is 0.7 per Cent 
BRUSSELS, BELGIUM, Aug. 12, 1924. 


To the Editors: 

I notice in your issue of July 19, 1924, in which you 
give an abstract of my report at the recent Interna- 
tional Congress in Paris, under the heading “Latest 
Development in Track Material,” you make me say 
“For carbon content, 0.7 to 0.9 point is considered 
desirable.” Actually, my report says: “Generally, the 
carbon content is limited to 0.7 per cent, and practically 
it is difficult to obtain even this figure, except in open 
hearth furnaces.” I will appreciate publication of this 
correction in your pages. EK. D’Hoopr, 

Chief Engineer Brussels Tramways, 
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Improvement in Car Equipment* 


Ventilated Motors, Field Control, 


Regeneration, Gearing, Controllers, 


Resistors, Cars and Miscellaneous Equipment Are Considered— 
Much Credit Is Given to American Practice 


By L. 


RICAUD 


Manager of the Marseilles Lines of the French General Tramways Company 


HE maximum admissible heating 

in railway motors is limited by the 
resistance to charring of the cotton 
covering used for insulation. The use 
of mica and asbestos in place of cotton 
has raised the permissible motor tem- 
perature at the one-hour rating from 
75 deg. C. to 120 deg. C. by thermom- 
eter as guaranteed by the French 
Thomson-Houston Company. 

Results on impregnation of field 
coils in varnish, compound or Bakelite 
to the degree of “mummification” were 
obtainable only from American sources, 
all of which praised the idea highly. 
The Americans admit that repairs of 
such coils are very difficult, but they 
say: “What is the difference if im- 
pregnation avoids the need for re- 
pairs?” a reply which indicates that 
complete impregnation is of no value 
for old motors. 

From R. E. Hellmund’s articles in 
the May 1, 1915; May 15, 1915, and 
March 16, 1918, issues of the ELECTRIC 
RAILWAY JOURNAL, devoted to a dis- 
cussion of ventilated motors, the fol- 
lowing conclusions may be drawn as to 
the advantages accompanying the use 
of ventilated motors: 

1. The ventilated motor is lighter 
than the non-ventilated motor for the 
same hourly rating. 

2. A ventilated motor will have a 
continuous rating on stand test 25 per 
cent to 100 per cent greater than the 
same motor without ventilation. In 
service, however, the relative gain will 
be less on account of the outside venti- 
lation. 

8. Since the effectiveness of self- 
ventilation is determined by the motor 
speed, this feature is particularly valu- 
able with high-speed armatures and for 
high-speed interurban service. 

4, The worst condition for the self- 
ventilated motor is at starting. The 
air discharge through the fan is very 
small with the motor turning slowly, 
while at the same time it is carrying 
an overload and receiving an excessive 
quantity of heat. 

5. The use of a separate motor- 
driven blower obviates the disadvant- 
age just cited, but it appears suitable 
for locomotives only. With this ar- 
rangement the full length within the 
motor case may be used for the arma- 
ture conductors, while with self-venti- 
lation this is reduced. 


*Abstract of a report presented at the 
biennial meeting of the Union Interna- 
tionale de Tramways, de Chemins de fer 
d’Intérét local et de Transports Publics 
Automobiles, Paris, June 16-21, 1924. 


6. The accidental entrance of water 
in small quantity is less harmful in a 
ventilated motor than.in a non-venti- 
lated motor, since it is evaporated and 
discharged by the current of air. 

In the selection of ventilated motors, 
there are two dangers to be guarded 
against. If, in order to economize on 
weight, the equipment is calculated just 
sufficient to cover ordinary operation, 
there may be difficulty with abnormal 
service, such as operation with one 
motor cut out, pulling a damaged train 
or a snow plow. The mass of the 
motor being insufficient for storing the 
heat produced, it will reach an abnor- 
mal temperature. On the other hand, 
if the motor is calculated too large, 
it will operate too cool to evaporate 
the moisture which may penetrate 
within the case. It is very important 
to be certain that, during the wet. sea- 
son, the motors will attain a tempera- 
ture in service of 50 to 60 deg. C. above 
the surrounding air, unless the motor 
can be run closed at such times. In 
all cases it is recommended that the 
ventilating openings in the case be 
closed during snow storms. If this is 
not done it is important to watch the 
discharge orifices to be sure they do 
not get clogged with dirt or ice. 

America’s experience with ventilated 
motors is most convincirig. In Europe 
they are still in the experimental pe- 
riod, but the reports are satisfactory. 
Among European users are London, 
Leeds, Glasgow, The Hague, Amster- 
dam, Christiania, Copenhagen, Nice 
and Brussels. Barcelona has 188 
equipments. Strasbourg is the only 
place which has given up self-ventila- 
tion, but the reason seems to be that 
the motors were of sufficient capacity 
without it. 

Information furnished by all the 
motor builders shows that the adoption 
of ventilated motors permits the use of 
motors of the next smaller size. The 
economy in cost and in current from 
the lighter weight are quite important. 
In general, the large savings through 
the use of ventilated motors justify 
spending a portion in more careful 
maintenance, such as occasional blow- 
ing out of dirt, closure of orifices in 
snowy weather and periodical impreg- 
nation. 

The advance of field control and in- 
terpole design has followed from the 
pioneer Pennsylvania Railroad locomo- 
tive motors down to the present day. 
Experiences with such motors were 
given in C. W. Squier’s article in the 
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Feb. 21, 1920, issue of ExLecrric Ran 
WAY JOURNAL and the savings of th 
Chicago elevated lines were reporte 
in the issue of the JOURNAL for Jun 
24, 1916. Rotterdam, Paris, Berli 
and Turin are among tramway user 
and Nimes and Remoulins among tro 
ley-bus users, of field-control motors: 
With regard to regenerative contro 
the use of the motors as generator 
cannot be depended on as the ‘sol 
source of braking; and regenera’ tiy 
control is too costly and too complex 
be used outside of the locomotive. 


tee | 
HIGH-SPEED ARMATURES NECESSARY 
For LIGHT-WEIGHT MOTORS 


There is a double economy in r 
ing the weight of a motor of give 
nominal rating, since for a given ser 
ice a motor of smaller power may | 
used. The reduction in weight ha 
been obtained principally on account o| 
increased armature speed, which 
been made possible through the use 0 
commutating poles. In a few cases ‘ 
reduction in weight has resulted fron 
the use of rolled steel in place of cas 
steel, and also by the use of on 
diameter gearing. 


IMPROVEMENTS IN CONTROL, 


com 
REsISTOoRS, Etc. ! 


Master or remote control is sti 
limited to locomotives and large s 
urban or interurban cars, inca 
the self-propelled type. 

With regard to gearing, it appear. 
that helical types are on trial 2 
Havre, while Antwerp is securing satis 
factory results from the Citroén her! 
ringbone type. The Hague sco 
that the wear on its Cincinnati Too 
Steel pinions is inappreciable. In fact 
Americans report that such pinion: 
show a life of 250,000 instead of 
25,000 miles. Paris, Lille, Marseilles 
Naples, Liége and Bucharest are 
among users of gear rims which “As 
shrunk instead of being keyed on, 
the quality of these gears is improvi 
the desirability of using harder ori 
increases. 

Maag gears, noted for their excep 
tional cut and high polish, are on 
trial at Bordeaux, Marseilles, Turin. 
Warsaw and Brussels. 

Non-rusting light-weight resistor: 
are being tried by Paris and Warsaw 
despite the disadvantages of high cost, 
asserted greater fragility and less re 
sistance to overloads. 

A 44-in,. diameter, 3-lb. trolley wheel 
with graphite bushings is favored ex- 
cept, of course, by the many operators 
who prefer pantograph or bow 
lectors. 

A trend is noted toward air-brakes, 
not*for reasons of economy but rather 
of safety, particularly in high-s 
train service. The Paris system 


‘recently built a compressor operati 


at the motor speed, viz., 900 r.p.m. 
comparison with the CP-27 type in u 
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F 
ere is asserted a weight saving of 30 
‘jer cent and an energy saving of 12 
‘er cent. Compressors of this type 
‘ire to be standard on the Type L cars. 
[The second half of the paper was 
levoted to light-weight rolling stock 
\f recent American types, and included 
ieeiptions of the Bangor double- 


| 
Radin) Axle Trucks Are Claimed to 


truck safety car, the Brooklyn City 
pay-enter pay-leave car, the Western 
Ohio interurban car and others. The 
economies of such constructions are ad- 
mitted, but caution is advised with: re- 
gard to maintaining a good factor of 
safety against overloads and collisions. 
—Eps. ] 


| Truck and Bearing Practice® 


Have Some Advantages in European 


Practice—Ball and Roller Bearings Reduce Train Resistance 


| 
| 
| By Cu. 
| Manager of the East-West 


NHE use of radial axle trucks has 
I been attempted by only 12 com- 
panies out of a total of 35 that replied 
to the author’s questionnaire. Of these 
12, five have used them on motor cars 
only, three on trailers only, and the re- 
maining four on both motor cars and 
trailers. Only one company, the Prague 
Tramways, makes general use of radial 
axles. Hence it is difficult to draw 
practical conclusions as to their merits. 

Regarding the desirability of using 
radial axles as compared with rigid 
axles, four companies replying found 
other advantages than the increased 
length of wheelbase possible for a two- 
axle car. The Prague Tramways men- 
fioned the simplicity of: the running 
year, the ease of making changes, and 
she reduced cost of maintenance. The 
Hague Tramways found an increase 
in life of wheels. The Antwerp Tram- 
ways stated that the entrance of 
she car onto curves is smooth and reg- 
ular. Curves of more than 100 ft. 
radius can be approached at speeds of 
11 m.p.h. and over, while for curves of 
less than 100 ft. radius the speed needs 
0 be reduced to 8.8 m.p.h. The weight 
%f the car can be reduced 5 to 7 per 
ent. 

Apart from the lightness of the long 
wheelbase car, the Antwerp Tramways 
1as found that it gives a very easy 
ction, free from swaying or gallop- 
ng, with decreased fatigue to the pas- 
engers. The car wheels have’ given 
service of 62,000 miles against 50,000 
niles with rigid axles. As a result this 
ompany has obtained a reduction in 
naintenance cost. 


The results obtained on the Avenue. 


ine in Antwerp show that the radial 
ixle cars making the trip empty aver- 
ged 26 minutes 50 seconds with a cur- 
ent consumption of 4.2 amp.-hr., 
vhile the rigid-wheel-base cars aver- 
wed 28 minutes 37 seconds and 5.2 
mp.-hr. With full load the radial- 
xle car took 24 minutes 54 seconds, 
ising 5.3 amp.-hr., as compared with 
7 minutes 30 seconds and 6.8 amp.-hr. 
or the rigid-axle car. Thus the sav- 
ng in energy is some 24 to 28 per 
ent, combined with a gain in time of 
oa 11 per cent in favor of the radial 
es. 


ANTI-FRICTION BEARINGS FAVORED 


In reply to a questionnaire sent out 
y the author, 10 companies stated 


*Abstract of a report presented at. the 

iennial meeting of the Union Interna- 
ionale de Tramways, de Chemins de fer 
Intérét local et de Transports Publics 
‘tutomobiles, Paris, June 16-21, 1924. 
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’ Materially and Are Being Tried by Many Roads 


HARMEL 
Tramways of Liége, Belgium 


that they are using ball bearings on 
the car journals. Car resistance has 
been found very much less with ball 
bearings than with friction bearings, 
the London County Council Tramways, 
for instance, finding it reduced 55 per 
cent. 

As to economy of current, the Ant- 
werp Tramways found a reduction of 21 
per cent in energy required, The Paris 
system found, under like conditions, a 
saving of 9 per cent in energy, while 
a train composed of motor cars with 
friction bearings and a trailer with ball 
bearings used 8 per cent less energy 
than an ordinary train with friction 
bearings throughout. Tests made at 
Neufchatel, Rotterdam and Geneva 
failed to show any economy of current. 

Other advantages cited in the re- 
plies were: Higher schedule speed with 
the same power; less starting resist- 
ance and more rapid acceleration; 
economy of oil. 

The replies from the nine companies 
making a trial of roller bearings. con- 
tained comparatively little information. 
Only one company stated that it had 
found proof of a reduction in energy, 
and another mentioned that initial 
tests indicated the same thing but that 
a more complete series of tests was 
under way. 

As to the use of these types of bear- 
ings for armatures, ball bearings were 
reported as used in 1,828 motors and 
roller bearings in 86. These bearings 
have been in use for various periods 
from three months up to 15 years. 
Only one company uses ball bearings 
for all armatures. 

The replies indicated a life of 25,000 
to 30,000 miles for friction bearings, 
the lowest being 6,000 miles and the 
highest 60,000 miles, which was ob- 
tained by the use of phosphor bronze. 
For ball bearings one company has 
operated up to 360,000 miles, another 
180,000 miles and a third 42,000 miles, 
in the latter case without showing signs 
of wear. As to roller bearings, one 
company stated that it had bearings 
that had made 72,000 miles and the test 
was being continued. The others were 
not ready to report results. 

Some of the principal advantages 
found by the companies using ball or 
roller bearings for armatures were: 
(1) Less inspection of motors for clear- 
ance; (2) elimination of bearings re- 
placements and the difficult manufac- 
ture of bearings; (3) uniform motor 
clearance, and reduction of the air tap 
to 0.02 in (4 mm.); (4) increased output 
of the motor; (5) perfect centering of 


the armature and constant distance 
between the armature and the axle, 
better meshing and less wear of the 
gears; (6) elimination of damage to 
armatures through excessive bearing 
wear; (7) economy of lubrication; (8) 
reduction of static resistance; (9) im- 
provement of mechanical operation; 
(10) reduction of time cars are out of 
service. 

As to the economy in energy and in 
cost of maintenance with ball or roller 
bearings for the armatures, one com- 
pany placed this at 25 per cent. 

Difficulties found with bearings of 
these types were: (1) The difficulty of 
mounting and dismounting of the bear- 
ings resulting from the necessity of 
loosening them when changing commu- 
tators; (2) breakage of the balls, while 
quite rare, this may be eliminated in 
many cases by replacing the bearings 
by others quickly, or by replacing the 
balls by rollers; (8) with roller bear- 
ings, one company had difficulty in 
keeping the rollers parallel. 

Other causes that have resulted in 
trouble with bearings are: Breakage of 
the roller cage support; corrugation of 
balls or the ball race; breakage of 
balls from axial thrust; breakage of 
balls from lack of lubrication; break- 
age of the inner race following press- 
ing it on an axle with a tapered fit. 


BALL AND ROLLER BEARINGS 
FOR ARMATURES 


The majority of the companies that 
have tested ball or roller bearings for 
the armatures were in favor of extend- 
ing their use for this purpose, at least 
for new equipment. Almost all of them 
likewise aimed to apply bearings of 
these types to old motors where desir- 
able, and where the cost of mounting 
is not too great. 

None of the companies that replied 
has tested either balls or rollers for 
the motor axle bearings. 

In general, the causes of failure of 
these types of bearings in service on 
journals, as mentioned in the replies 
received, are: (1) Direct shocks that 
the balls or rollers have to stand with- 
out the intervention of any elastic 
medium between the wheel-and-rail 
contact and the collar on the axle; 
(2) transverse force acting laterally 
against the balls or rollers. These 
forces frequently are considerable, par- 
ticularly at switch points or at the 
entrance to a curve. 

To remedy the first difficulty the 
bearings have been strengthened by 
increasing the size of the balls or the 
number of the bearings, or by using 
rollers instead of balls. The solutions 
used to obviate the difficulties caused 
by the transverse shocks are quite 
varied. These include special collars 
or muffs that move axially with a cer- 
tain amount of friction and various 
forms of coned and tapered mountings 
for the races. 

The results obtained with ball or roller 
bearings for journals are in general 
quite satisfactory. Among the several 
companies making tests the Antwerp 
Tramways investigated starting resist- 
ance. For a car with friction bearings 
both for the journals and for the arma- 
ture, figures of 40.8 and 35.26 lb. per 
ton were obtained, while for a car with 
ball bearings at both points, the mean 


of the corresponding figures was 4.98 
lb. per ton. During the test the saving 
of oil indicated was 77 per cent in favor 
of the ball bearings. 

Tests on cars of the London County 
Council Tramways and the Wigan Cor- 
poration Tramways (described in ELECc- 
TRIG RAILWAY JOURNAL for April 21, 
1923) show a reduction in energy con- 
sumption with roller bearings of 25.4 
to 26 per cent below that with friction 
bearings, a reduction in running trac- 
tive effort of 19 to 54 per cent, and a 
reduction in starting resistance of 34 
to 85 per cent. 

Another study of bearings of these 
types was published by H. L. Whitte- 
more and S. M. Petrenko in Technologic 
Paper No. 201 of the Bureau of Stand- 
ards, Washington (1921). 

Summing up the results obtained to 
the present time, certain companies 
have not obtained a reduction in motive 
force, and it appears that since others 
have proved that the energy consump- 
tion is reduced, the former are not 
obtaining the maximum results pos- 
sible. Very few of the companies or 
of the manufacturers have attempted 
up to now to take care of lateral mo- 
tion in the motor bearings or in the 
journals. The problem is not easy of 
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solution, but without doubt the in- 
ventors will find an answer to over- 
come the difficulties. 

At least one may conclude that from 
the results obtained up to the present 
time that the use of ball or roller bear- 
ings in both the armature and the 
journal bearings permits the following: 
(1) Reduction of tractive effort, both 
at starting and while in motion; (2) 
increase of the schedule speed, and re- 
duction of the dead time, consequently 
a better coefficient of utilization for 
the equipment; (3) increased effective 
output of the motors, and reduction of 
the causes of failures; (4) reduction in 
cost of lubrication; (5) increased wear 
of the gears and pinions through better 
meshing, following exactness of the 
distance between centers. 

The use of such bearings assures the 
parallelism of the armature shaft and 
the axle. 

It may be mentioned that there is a 
marked tendency toward the use of 
rollers in preference to balls.: 

Finally, it is urged that not only 
those companies that have tested these 
new developments, but as many others 
as possible should obtain practical ex- 
perience in a scientific manner and 
make available the results obtained. 


Maintaining Electrical Equipment® 


By HmNRY CORDELL 
Master Mechanic Chicago, North Shore & Milwaukee Railroad, Highwood, Ill. 


N WHAT do we base wear and 
tear? Usage, of course. Still we 
find railroad companies who base the 
inspection of cars on days or months, 
as the case may be. This is as much 
out of line as inspection based on 
kilowatt-hour consumption. You could 
easily take a car in either case and 
put it up for inspection, without any 
mileage, or at least with a very low 
mileage. On systems where more than 
one car is used in trains, both of the 
above methods are apparently wrong, 
the first named because it may not be 
necessary to use two or three cars on 
certain days, therefore no exact time 
could be obtained when certain cars 
were due; in the second case, a car 
may be used as a single car one day 
and pull trailers the next, and the 
increased current used surely does not 
effect the brake rigging, wheels, brake- 
shoes, oiling, etc., of any of the elec- 
trical equipment in direct proportion 
to the wear we get per mile operated. 
Therefore, inspect on the mileage basis. 
Obtaining the mileage daily from the 
transportation department not only 
gives the mechanical department the 
basis for inspection but supplies data 
which both departments may desire to 
work up. Cars are ordered out of sery- 
ice every 1,000 miles for regular inspec- 
tion. At the accrued mileage of 100,- 
000 order car off the road for general 
overhauling. 

It is generally conceded that to ob- 
tain maximum service from electrical 
equipment, it must be kept clean. Com- 
pressed air, if dry, provides efficient 
means of cleaning out motors, switch 


*Abstract of a paper presented at the 
meeting of railway section of the Wisconsin 
Utilities Association held at Madison, Wis., 
Aug. 15, 1924. 


group and controllers. Of equal im- 
portance are the contacts. The safe 
current load depends on the width of 
contact surface and the pressure ap- 
plied. It is well to provide inspectors 
with small spring balance scales, so 
that proper tension may be carried on 
controller fingers and motor brushes— 
one pound per % inch of contact width 
on controller fingers and from 5 to 7 
lb. per square inch on carbon brushes. 
All connections should be carefully in- 
spected and tightened, and if there is 
any indication of unsoldering at the 
terminal don’t neglect it. Electricity 
is not like water, it doesn’t “take up,” 
as the old boilermaker says. 

There is a condition that needs spe- 
cial mention in regard to controller 
fingers. In most of the controllers two 
or more fingers are designed to make 
and break at the same time. Due to 
wear this condition needs careful 
watching and should never be per- 
mitted to change, or the last finger 
leaving contact will have to carry and 
break all current, which soon means 
destruction to the finger as well as to 
the drum segment. This is also the 
case where group switches are used, 
and switches designed to come in or 
go out together should be adjusted so 
that this takes place. Generally, bind- 
ing of the mechanism or residual mag- 
netism is responsible for any sluggish- 
ness in the switch. 

Large orders placed annually for 
resistance grids are the direct result of 
poor inspection. If instructions were 
given to inspectors to use an 18-in. 
wrench and use all their strength with 
one hand when tightening up grid rod 
nuts, they would soon learn that the 
excuse of broken grids was only an 
alibi when cars are pulled in dead or 
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jumping. The gentlemen who d 
ered the open-end grid and the iner 
of mica insulation on the rods, the: 
sacrificing the necessary streng 
the rod to keep grids in good co 
had quick repairs in mind. I b 
that. a careful investigation of #] 
trouble which led to the redesigning || 
the grid and rods would have show) 
that poor contact between grids wil) 
the cause of the failures. | 

In assembling grids, see that conta) 
faces are clean and bright, and betti| 
still, use soft copper washers betw 
grids; see that terminals are machine| 
straight, and I venture to say that yo 
need no storeroom full of grids. 

As to the motors on inspection, / 
being cleaned out, the brushes sho 
be changed if needed, and if holde 
require renewals on account of i 
this should be done. A loose hold 
I mean loose for the brush, caus¢ 
excessive arcing and possible fh 
overs. And not only that, but brv 
consumption is increased and gener 
poor commutation results. Clearan 
should be taken between armature, 
pole. pieces every inspection to as 
tain the condition of bearings whi 
may have worn to a point where ré 
newals are required. Use a strip ¢ 
leatheroid about 2 in. wide of suitabl 
length and thickness for this gage. 

Leads to the motors cannot be pr¢ 
tected from mechanical injury b 
means of conduit, due to truck swing 
and they are subject to extremely har 
usage. Inspect carefully and tape u 
worn places. I find that long lead 
fare better than short ones, and ¥ 
permit leads to rest on motor case: 
the only protection being a No. 12 ste 
wire armor. Don’t omit to securel 
cleat cables at connectors to main wi 
ing. If permitted to swing at the cor 
nection, they will break. : 

In multiple-unit operation extrao! 
dinary care of inspection of train- 
cables for the control is required. T 
cables sometimes terminate in a f 
ceptacle on the dash; at other times i 
a/receptacle mounted on the draft ri 
ging, in which case they swing with 1 
This, of course, subjects the cable 1 
severe twisting and it has been foun 
that cables had to be made up of ver 
fine wire, that is, a large number ¢ 
fine wires equivalent to the carr 
capacity required. We use seven stra 
of 23 wires each of No. 36 B. & 
gage copper wire. The insulation col 
sists of paper wrapping, ys-in. pul 
rubber, and a single braid of cott 
The separate cables are assembled 
a rubber-lined hose, leaving th 
plenty of freedom. This has pro 
entirely satisfactory. However, we di 
eard the cables when cars go thro 
the general overhauling, after 100, 
miles, to prevent any possible chan 
of failure. 

The cables or jumpers from car | 
car are subjected to hard usage. T! 
inspection of these jumpers preg 
quite a problem and we adapted 
monthly inspection of all jumpe1 
After inspection and testing we pa 
the heads a certain, color. For 1 
stance; January black, February whit 
March green and April red. The ne 
month we go back to black and 
tinue the rotation. The transportati 
department co-operates and uses on 
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ampers with proper colors after the 
pnth of the month, and returns all 
thers to the shops. 

| Current-collecting devices should be 
‘losely inspected and proper tension 
‘hould be checked every inspection. We 
‘ind that sliding contacts give good 
_ervice and few wire derailments. The 
‘ost is also lower than wheels. We 
ectrically weld all inserts that become 
yorn, using a very hard material. 
\fter grinding to contour we case- 
iarden them. We use 35-lb. tension 
igainst the wire on both slides and 
vyheels. Low tension is more destruc- 
live to overhead than high tension be- 
fause it permits wheels to fill up with 
‘opper, deposited by the arcing. _ 
| Before leaving the subject of inspec- 
jion I wish to call your attention to 
Jubrication of controllers. Don’t use 
lots of oil. Put a little on the end 
)£ your finger, rub over the segments, 
turn controller around two or three 
times and wipe off with a clean cloth. 
Too much oil gathers dust and makes 
the controller gummy, hard to work, 
and destroys good contact, thereby in- 
ereases burning of segments and 
fingers. 

In slotting a commutator there seems 
to be divided opinion as to the care- 
fulness in which it should be done. All 
mica should be removed to a depth of 
7; in. Use a saw about 0.005 in. wider 
than the thickness of the mica, and 
after completing grooving inspect care- 
fully to see that no part of the mica 
is left standing due to side slipping 
of the saw. 
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The string bands at the end of the 
commutator should receive several 
coats of baking varnish. For several 
years we have covered the string bonds 
with wide bias linen tape covered with 
several coats of varnish. This makes 
a very smooth, easily cleaned surface 
and is very satisfactory. 

Fields should be removed from shells 
and repaired if needed, dipped and 
baked. Fields wound on brass spools 
sometimes become “tin-canned,” that is, 
the winding has become loose through 
vibration, and if impregnation facil- 
ities are not available, dipping and 
baking will go a long way to restore 
them to useful service without rewind- 
ing. 

Years ago we had lots ,of trouble 
with loose fields and we put an anchor 
clamp between the fields. The clamps 
rest on the field spools and the bolt 
goes through the shell with a nut on 
the outside. This stopped all loose 
field trouble. 

In conclusion, let me say that irre- 
spective of the amount of work done 
on the equipment on inspection or over- 
hauling, test it before turning a car 
over to your transportation depart- 
ment. Nothing causes more friction 
than car failures, not only depart- 
mental but between the railway and 
the patrons. The success of a road 
depends on the class of service ren- 
dered, and the transportation depart- 
ment, no matter how good, cannot give 
fast and uninterrupted service unless 
the mechanical department hits the 
ball. 


Growing Traffic and Ample Rates* 


By B. C. Coss 
Vice-President Hodenpyl, Hardy & Company, Inc. 


[A INANCIAL success in any business 
is regulated by two factors: First, 
here must be a market for the product. 
Second, the price must be sufficient to 
yay all costs, plus a reasonable return 
m the capital invested. The electric 
ailway business is no exception to this 
undamental economic law. On these 
actors rests the permanency of the 
Tectric railway as a public servant. 
It has gradually become apparent 
hat neither the street car nor the 
notor bus by itself can give the public 
n most of our cities the combination 
f pleasure and utility it desires in all 
ear round transportation facilities. 
tach form of transport has certain 
perating limitations and advantages 
ver the other. Conditions vary of 
ourse with the character and size of 
he city served, but generally speaking 
; has been found that the electric 
ailway can carry a larger number of 
eople in a given time over more ex- 
ended areas than any other form of 
urface transportation. It has also been 
ound that. street railway operating 
osts under traffic density conditions 
sually are lower than those of the 
1otor bus. 
Traffic density and congestion in 
lany of our cities makes the electric 
1ilway the best and most economical 
rm of mass transportation known. 


*Abstract of a paper presented at the elev- 
ith annual conference of the Babson Organ- 
ation, Babson Park, Mass., Aug. 8, 1924. 
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Outside of the rush hours, however, 
and in sparsely settled portions of a 
city the motor bus at present has an 
advantage, but this advantage cannot 
be considered permanent as the time 
surely will come when the motor bus 
will be obliged to pay a proper propor- 
tion of the cost of maintaining the 
roadbed provided by the public. Fur- 
thermore, the motor bus eventually will 
come under regulations as to schedules 
and routes similar to those that now 
apply to the electric railway. In other 
words, the bus cannot always expect to 
select the routes and time it desires to 
operate, but as a public utility it must 
be organized to give city-wide trans- 
portation service at regular intervals 
of the day or night whether or not 
any passengers are waiting on the cor- 
ner to be picked up. 

The electric railways under proper 
franchise restrictions and requirements, 
with their organization, equipment and 
years of experience—all of which repre- 
sent the investment of between $5,000,- 
000,000 and $6,000,000,000 — are pre- 
eminently the best qualified to, and 
should operate in the interests of the 
traveling public, such motor buses as 
may be required to round out and im- 
prove existing city transportation sys- 
tems. 

The mere combination of the electric 
railway and the motor bus, however, is 
not going to entirely solve the problem 
of city transportation. Both electric 


railways and motor buses are con- 
fronted with an exceedingly serious 
problem, and until it is solved or re- 
lief is granted from present conditions 
the matter of rendering quick, efficient 
and dependable transportation in cities 
is going to be increasingly difficult. I 
refer to the traffic congestion caused by 
privately owned automobiles. 

When one considers the tremendous 
waste of time and money and the great 
personal inconvenience caused to a 
large portion of a city’s population on 
account of traffic congestion it seems 
almost unbelievable that more and bet- 
ter organized steps have not been taken 
to remedy conditions. It has been pro- 
posed in some instances to widen the 
main streets of cities, but as a practical 
matter this cannot very well be done 
and if done would involve the expendi- 
ture of large sums of money which 
would have to be raised by taxation— 
and most people rightfully believe that 
the taxation business has about reached 
the limit of financial endurance. Much 
relief could easily be given, however, 
if city authorities would see to it that 
street cars, on account of their carrying 
such a large number of people, are 
given precedence over every other form 
of street traffic. This regulation should 
be enforced by making it a misde- 
meanor punishable by arrest and fine 
of anyone who unnecessarily interferes 
with the progress of a street car—a 
condition which exists today in Cleve- 
land. : 

I do not fear that the motor bus will 
replace the electric railway in the 
larger cities for, contrary to the opin- 
ion of many people, the revenue pas- 
sengers carried per capita in such 
cities last year showed material in- 
creases over 1910, and in some instances 
increases over 1922. This is of con- 
siderable significance when we remem- 
ber that in 1910 there were only 468,000 
motor vehicles of all sorts registered 
as compared with approximately 15,- 
000,000 at the end of the year 1923. It 
also surely is of interest to know that 
in 1923 the electric railways of this 
country carried approximately 16,000,- 
000,000 passengers, or in other words 
more passengers than in any other year 
in their history. This very clearly de- 
monstrates the economic need and use- 
fulness of the industry. 

A better feeling of good will on the 
part of the public and the authorities 
has manifested itself through adjust- 
ment of fares to meet increased oper- 
ating costs and taxes, the elimination 
of unfair motor bus and jitney competi- 
tion, and relief from burdensome fran- 
chise restrictions. Thus the two old 
fundamentals of sufficient market and 
adequate rates have begun again to 
assert themselves. These things, to- 
gether with a public more friendly than 
it has ever been before because of its 
better grasp of the electric railway 
situation, surely should make traction 
men face the future with renewed 
courage. 


Berlin Railroad Congress 


CONVENTION and exhibit of rail- 
way material is to be held in Ber- 
lin, Germany, Sept. 21 to Sept. 27, un- 
der the auspices of the Verein Deuts- 
cher Ingenieure. It is expected that 
there will be on exhibition more than 
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100 modern types of locomotives, in- 
cluding many electric locomotives and 
other types of rolling stock. The en- 
tire session one morning will be given 
up to the electric traction topics. 


Set Your Own House 
in Order” 
By A. E. Scorr 


of Public Relations, Interstate 
Publie Service Company 

F A UTILITY company contemplat- 

ing a plan for the improvement of 
relations with the public, proceeds with 
the idea that all the work necessary 
must be done with the public, then that 
company is making a great mistake. 
It is entirely wrong to assume all the 
fault for an adverse public sentiment 
lies with the public. No company will 
ever get anywhere on that theory. The 
management is not all of the company. 
It must not make the mistake of as- 
suming that because it is doing its best 
to maintain proper relations with its 
public, every one else associated is 
doing the same thing. Too many exec- 
utives are not sufficiently informed as 
to the every-day conduct of their 
employees. Too many do not know the 
shortcomings of their own organiza- 
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tion. They are too close to see the 
inefficiencies and the internal causes 
of trouble. 


If I were called upon to improve 
public relations for any public utility 
company I would begin with the com- 
pany organization and not with the 
public. I would first set my own house 
in order. This is not only advantage- 
ous, it is necessary. Necessary because, 
if good public relations are to be had 
it must be through the active interest 
of everyone in the organization from 
the president down, and advantageous 
because much can be done with the 
entire force of employees back of any 
movement. Each man or woman has 
his or her influence and can add to the 
sum total of good results. It will not 
be difficult to create and maintain good 
public relations when every man work- 
ing for the public utility company is 
constantly doing his part. 

Enlisting the interest and assistance 
of each individual employee must be 
done in a systematic, organized way, 
under a definite plan, just as definite 
as are the other organized efforts for 
operation, stock selling, or new busi- 
ness. Committees and group meetings 
are of value in carrying on this work 
with employees. Committees to super- 
vise and plan the work, group meetings 
as the means for getting in touch with 
each individual employee. Education 
is a most important force in public 
relations, and employees can best be 
educated by the machinery provided by 
committee and group meetings. 

It is necessary first to establish 
within the organization of employees, a 
knowledge of the utility, the impor- 
tance of good service and courtesy, 
and supplying the public with such in- 
formation that they may have a better 
understanding of the utility business 
in general. 


*Abstract of a paper presented at the 
meeting of the Central Electric Railway 
Accountants’ Association, Cleveland, Ohio, 
Aug. 15, 1924. 
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Having set our own house in order we 
are now faced with the second step in 
our activities and are confronted with 
this question: How shall we deal with 
the public in completing our job? Here 
again we must be honest and sincere 
and must have a definite, logical and 
practical plan. 

The program for carrying on the 
work with the public should be designed 
to bring to the public information con- 
cerning public utility business and pub- 
lic utility problems, so that the people 
may understand these things and be 
made to appreciate more fully their 
own personal’interest in them. For 
the presentation of this program, the 
company, having prepared its own 
organization, will have the whole body 
of employees properly equipped and 
anxious to perform their part. Thus: 
the responsibility will not rest entirely 
on the executives and those specially 
charged with the public relations work. 
Instead of having one or a dozen men 
working for better relations, the whole 
force will be interested and at work. 


Foreign Operation Committee 
Returns 


HE special committee on foreign 
operation appointed by the exec- 
utive committee last June returned to 
New York on Aug. 29 on the steam- 
ship Berengaria after a trip of over 
seven weeks, having left this country 
on July 9. This committee consists of 
James W. Welsh, executive secretary 
American Electric Railway Association; 
Harley A. Johnson, assistant to general 
manager Chicago Rapid Transit Com- 
pany and president of the American 
Electric Railway Engineering Associa- 
tion, and Harry L. Brown, editor 
ELECTRIC RAILWAY JOURNAL. 
A study of electric railway condi- 
tions in a number of European cities 
has been made. Among the principal 
cities visited by the committee were 
London, Liverpool, Manchester, Glas- 
gow, Edinburgh, Leeds, Paris and Bern. 
The British Empire Exposition at 
Wembley was also inspected. The com- 
mittee is now preparing a report of its 
findings, which will be presented at the 
convention of the association next 
October. 


Proposed Change in Constitution 


N IMPORTANT change in the 

membership clause of the Constitu- 
tion of the American Association, and 
in the corresponding clause of the by- 
laws, has been proposed in order to 
permit the membership of subsidiaries 
of member companies operating buses 
or other forms of transportation and 
that are now not eligible to member- 
ship in the association. 

The proposed constitutional amend- 
ment would change Article IV, Section 
(a), by the insertion of the words in 
italics so that it will read as follows: 

IV. The membership of this Associa- 
tion shall consist of .five classes as 
follows: 
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Traffic Safety Conference | 
NITIAL plans for a procedure | i) 
I check highway and street accid en| 
were discussed at a meeting of tl) 
committee on public relations of © 3 
Conference on Street and High | 
Safety, held in Washington on Aug, 1) 
The chairman of the committee 
George M. Graham, of the Chandk| 
Motor Car Company. J. P. Barne} 
president Louisville Railway, was pre| 
ent representing the American Ele) 
tric Railway Association. Other men} 
bers represented the steam railroad) 
taxicab interests, highway commissio)|_ 
casualty insurance companies, Nationi| 
Safety Council, etc. Col. A. B. Barbe} 
director of the conference, was als| 
present. | 
Discussion brought out the fact thal, 
there are many communities in 
country today which are bewildered 
to the best method of meeting the prot 
lem of accidents due to traffic. 
conflicting laws of the different s x 
on the subiect add to the confusio: 


it 
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(a) Company members, consisting ol 
American companies, operating urbai| 
and interurban railways, and subsid) 


iaries of such companies operating) 
other forms of transport, or lessees 0}} 
individual owners of urban and inter 
urban railways and of such subsidia 
thereof, or steam railways having elec: 
trified sections, and of companies 
firms or individuals engaged in thé 
business of manufacturing or selling 
materials for such electric railways 0 
otherwise—subject to the approval — 
the Executive Commitee intimal 
related to electric railway operatio: 

(American, as here used, shall 
understood to mean: Located insi 
the United States of America and its 
possessions, Canada and Mexico.) 

Each company member shall be en- 
titled to one vote, which shall be cast 
by its properly accredited delegate, and 
its representatives shall be entitled 
to hold office in the Association. 

The proposed change in the by-law 
would amend Article XVI, Section ( 
to read as follows: | 

XVI. (c) Operating member com 
panies shall pay in advance annual dues 
in accordance, except as to minim 
and maximum, with the amount 
their gross receipts from electric rai 
way operation and other forms 0) 
transportation service during the pl 
ceding fiscal year of the respec 
members, as follows: 

(Here follows present schedule 7 
dues.) A 


Registration and Transportat 
Convention Plans 4% 


NFORMATION is being sent 

from_ Association Headquarters 
all members giving information reg. 
ing the Atlantic City convention to | 
held on Young’s Million Dollar 
Oct. 6 to 10. This includes adva 
registration cards, for the convenie 
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io 


| eed 
‘members, and identification railroad 
ket certificates. 
All of the trunk line passenger asso- 
tions of the country have authorized 
sale of round trip tickets to the 
avention at the rate of 13 times the 
>-way fare on presentation of the 
tificate when the ticket is purchased 
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at a local office. Tickets may be pur- 
chased for the going trip beginning 
Oct. 2 to 8 inclusive, and the return 
trip may be made leaving Atlantic City 
up to Oct. 16 inclusive, but must be by 
the same route as the going trip. The 
return ticket issued at the reduced fare 
will not be good on any limited train 
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on which such reduced fare transporta- 
tion is not honored. Stop-over privi- 
leges are provided in accordance with 
certain regulations which can be ascer- 
tained from the local agent. 

Tickets will be validated at Atlantic 
City after arrival by agents of lines over 
which tickets read into Atlantic City. 


onvention Programs of the American and Affiliated Associations 
ee (Corrected by the Association up to Aug. 28) 


Monday, Oct. 6, to Friday, Oct. 10 


All 


Sessions to Be Held at Young’s Million Dollar Pier, Atlantic City, N. J. 


Registration Headquarters on the Pier Will Be Open Saturday, Oct. 4, and Sunday, Oct. 5. 


AMERICAN ASSOCIATION 


Monday Morning, Oct. 6. 


9:30 A.M. to 12:30 P.M. 
REGISTRATION. 


Tuesday Morning, Oct. 7. 


10 A.M. to 1 P.M. 
Meeting Held in Greek Temple 
Subject: FINANCE. 


ADDRESS OF THE PRESIDENT. 

REPORT OF THE EXECUTIVE COM- 
iTTEE. 

REPORT OF THE EXECUTIVE SECRETARY. 
REPORT OF THE TREASURER. 
APPOINTMENT OF COMMITTEE 
ISOLUTIONS. 

REPORTS OF COMMITTEES: 
Finamce—J. H. Pardee, president the 
G. White Management Corporation, 
aw York City, chairman. 

Policy—J. N. Shannahan, president 
ewport News & Hampton Railway, 
as & Electric Company, Hampton, 
1., chairman. 
National Relations —C. L. Henry, 
esident Indianapolis & Cincinnati 
‘action Company, Indianapo‘is Ind., 
airman. 

Committee of One Hundred — Guy 
Tripp, chairman board of directors 
estinghouse Electric & Manufactur- 
z Company, New York City, chair- 
an. 

Special Taxes—W. H. Maltbie, ane 
al counsel The United Railways & 
ectric Company, Baltimore, M4d., 
airman. 

National Council’or U. S. Chamber 
Commerce—J. N. Shannahan, presi- 


ON 


nt Newport News & Hampton Rail- _ 


ry, Gas & Electric Company, Hamp- 
n, Va., representative. 

Advisory Committee on Electric Rail- 
ty Finance—A. L. Loomis, vice-presi- 
nt Bonbright & Company, Inc., New 
ork City, chairman. 
PaPerR—“Financing of Electric Rail- 
ays,” by Allen G. Hoyt, vice-president 
at City Company, New York 
y. 

Paper—“Financing of Electric Rail- 
Ay, ” by J. P. Harris, vice-president 
nion Trust Company, Cleveland, Ohio. 
Paper —“Customer and Employee 
wnership of Electric Railways,” by 
‘of. T. N. Carver, Harvard Univers'ty, 
umbridge, Mass. 

Formal Discussion on “Customer 
wnership”;.C. W. Kellogg, Stone & 
ppeter, Inec., Boston, Mass.;. Fred 


5 


Scheel, vice-president Utility Securities 
Company, Chicago, Ill. 


Tuesday Evening, Oct. 7. 


GENERAL EVENING SESSION 
Meeting Hed in Ball Room 
Arrangements are being made for 
addresses by prominent speakers. It is 
planned to broadcast these addresses 
by radio. 


Wednesday, Oct. 8. 


Inspection of Exhibits 


This entire day has been set aside by 
the officers of the association for the 
inspection of manufacturers’ exhibits. 
No formal convention sessions of the 
American Association or the affiliated 
associations will be held. 

The official business of the day is the 
inspection of exhibits and every dele- 
gate is urged to take advantage of the 
opportunity to visit the manufacturer's’ 
booths where the most modern equip- 
ment and latest appliances are on dis- 


play. 
Thursday Morning, Oct. 9. 


10 aM. to 1 P.M. 

Meeting held in Greek Temple. 

Subject: CO-ORDINATION. 

REPORT OF COMMITTEE ON NOMINA- 
TIONS—C. D. Emmons, president The 
United Railways & Electric Company, 
Baltimore, Md., chairman. 

ELECTION OF OFFICERS. 

REPORTS OF COMMITTEES: 

Valuation—F. W. Doolittle, vice- 
president The North American Com- 
pany, New York City, chairman. 

Discussion. 

Unification and Co-ordination of All 
Forms of Local Transportation—G. A. 
Richardson, vice-president and general 


manager Chicago Surface Lines, 
Chicago, Ill., chairman. 

Discussion. 

PapmR — “Co-ordination of Motor 


Vehicle and Electric Railway Service 
by Electric Railway Companies,” by 
A. J. Brosseau, secretary and director 
National Automobile Chamber of Com- 
merce; president Mack Trucks, Inc., 
New York City. 
Paper — “Co-ordination of Motor 
Vehicle and Electric Railway Service 
by Electric Railway Companies,” by 


Paul Shoup, president Pacific Electric 
Railway, San Francisco, Cal. 

Avppress — ‘“‘Relation of Municipal 
Officers to the Utility,” by Mayor Wil- 
liam A. Magee, Pittsburgh, Pa. 

ADDRESS — “Necessity of Electric 
Railways to Communities,” by L. F. 
Eppich, past president National Asso- 
ciation of Real Estate Boards, Denver, 
Col. 

Appress — ‘Necessity of Electric 
Railways to Communities,” by W. D. B. 
Ainey, chairman Public Service Com- 
mission of Pennsylvania, Harrisburg, 
Pa. 

Appress—“The Future of Electric 
Railways in Great Cities,” by Gerhard 
M. Dahl, chairman board of directors 
Brooklyn-Manhattan Transit Corpora- 
tion, Brooklyn, N. Y. 

PAPER— “Muscle Shoals,” i Robert 
G. Gordon, Louisville, Ky. 


Friday Morning, Oct. 10. 


10 A.M. to 1 P.M. 

Meeting held in Greek Temple. 

Subject: MANAGEMENT. 

REPORTS OF COMMITTEES: 

Community Section, Company Sec- 
tion and Individual Membership—C. E. 
Morgan, vice-president and general 
manager Brooklyn City Railroad, 
Brooklyn, N. Y., chairman. 

Company and Associate Membership 
—R. P. Stevens, president Republic 
Railway & Light Company, New 
York City, chairman. 

Co-operation with State and Sec- 
tional Association—J. P. Barnes, presi- 
dent Louisville Railway, Louisville, Ky., 
chairman. 

Publicity—W. H. Sawyer, president 
East St. Louis & Suburban Railway, 
East St. Louis, Iil., chairman. 

Publications—L. S. Storrs, president 
The Connecticut Company, New Haven, 
Conn., chairman. 

Co-operation with Manufacturers — 
BE. F. Wickwire, vice-president Ohio 
Brass Company, Mansfield, Ohio, chair- 
man. 

Education—Edward Dana, general 
manager Boston Elevated Railway, 
Boston, Mass., chairman. 

Indeterminate Franchises — Edwin 
Gruhl, vice-president and general man- 
ager The North American Company, 
New York City, chairman. 

Insurance—John T. Staub, treasurer 
United Railways & Electric Company, 
Baltimore, Md., chairman. 

Mail Pay—L. H. Palmer, vice-presi- 
dent and general manager, United 
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Railways & Electric Company, Balti- 
more, Md., chairman. 

Rapid Transit—William S. Menden, 

president Brooklyn-Manhattan Transit 
Corporation, Brooklyn, N. Y., chair- 
man. : 
Uniform Regulatory Laws—A. W. 
Brady, president Union Traction Com- 
pany of Indiana, Anderson, Ind., chair- 
man. 

Coffin Prize Award—Britton I. Budd, 
president Chicago Rapid Transit Com- 
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pany and Chicago, North Shore & Mil- 
waukee Railroad, Chicago, chairman. 

City Operation — H. B. Flowers, 
president New Orleans Public Service, 
Inc., New Orleans, La., chairman. 

Interurban Operation—Harry Reid, 
president Interstate Public Service 
Company, Indianapolis, Ind., chairman. 

Foreign Practice—J. W. Welsh, 
executive secretary American Electric 
Railway Association, New York City, 
chairman. 


CLAIMS ASSOCIATION 


Meetings held in Claams Room 
Monday Afternoon, Oct. 6. 


2, to, Sss0FPMe 


ADDRESS, OF THE PRESIDENT. 

REPORT OF EXECUTIVE COMMITTEE. 

REPORT OF SECRETARY-TREASURER. 

APPOINTMENT OF COMMITTEE ON 
NOMINATIONS. 

REPORT OF COMMITTEE ON UNIFORM 
GRADE CROSSINGS LAW—William G. 
Fitzpatrick, general claims attorney 
Detroit United Railway, Detroit, Mich., 
chairman. 

Discussion. 

REPORT OF COMMITTEE ON CLAIMS 
DEPARTMENT ASPECTS OF Motor Bus 
OPERATION—G. T. Hellmuth, claims 
attorney Chicago, North Shore & Mil- 
waukee Railroad, Chicago, Ill., chair- 
man. 

Discussion. 

RHPORT OF COMMITTEE ON ACCIDENT 
PREVENTION—H. O. Allison, commercial 
manager Beaver Valley Traction Com- 
pany, New Brighton, Pa., chairman. 

Discussion. 

PAPER—“What Can the Claim Agent 
Do Toward Encouraging a _ Better 
Relationship with the Employees of 
the Company and with the Public,” by 
Col. H. G. Winsor, superintendent of 
investigations and adjustments Tacoma 
Railway & Power Co., Tacoma, Wash. 

General Discussion. 


Tuesday Afternoon, Oct. 7. 


2 to 5:30 P.M. 


MEDICAL AND SURGICAL 
SESSION 

REPORT OF COMMITTEE ON MEDICAL 
AND SURGICAL WorkK—Hart E. Fisher, 
chief surgeon Chicago Rapid Transit 
Company, Chicago, chairman. 

PAPER—“A Few Questions on Eye 
Hazards in Welding,” by Hart E. 
Fisher chief surgeon Chicago Rapid 
Transit Company, Chicago, IIl. 

PAPER — “Problematical Industrial 
Hernia,” by S. R. Benedict, chief 
surgeon Alabama Power Company, 
Birmingham, Ala. 

PapmrR — “Malingering,” by F. L. 
Mosser, surgeon Third Avenue Railway 
System, New York City. g 

PAPER — “Organization of Medical 
Department,” by J. J. Wymer, surgeon 
New Orleans Public Service, Inc., New 
Orleans, La. 

PAPER — “Medical Survey of 
Employees,” by Alden Coffey, chief 
surgeon Northern Texas Traction Com- 
pany, Fort Worth, Tex. 

PaPER—‘“Periodical Re-examination,” 
by E. W. Miller, chief surgeon The 
Milwaukee Electric Railway & Light 
Company, Milwaukee, Wis. 


PapEeR — “Hospital Association,’ by 
H. M. Bascom, chief surgeon Illinois 
Traction, Inc., Peoria, Ill. 

PaPprEr—“Pelvis Fractures,” by J. A. 
Watts, chief surgeon San Antonio 
Public Service Company, San Antonio, 
Tex. 

Paper — “Co-operative Hospitaliza- 
tion for Corporations,” by F. S. 
Macy, physician-in-charge Brooklyn- 
Manhattan Transit Corporation, Brook- 
lyn, N. 


Wednesday, Oct. 8. 


Inspection of manufacturers’ ex- 


ACCOUNTANTS’ ASSOCIATION 


Monday Morning, Oct. 6. 


9:30 a.M. to 12:30 P.M. 
REGISTRATION. 


Afternoon 
2 to 4:30 P.M. 

Meeting held in Accountants’ Room. 

ADDRESS OF THE PRESIDENT. 

REPORT OF THE EXECUTIVE Com- 
MITTEE: 

REPORT OF SECRETARY-TREASURER. 

APPOINTMENT OF CONVENTION CoM- 
MITTEES : 

(a) Resolutions. 
(b) Nominations. 

PRESENTATION by I. A. May, Comp- 
troller The Connecticut Company, of 
a proposed Code of Ethics for adoption 
by the American Electric Railway 
Accountants’ Association. 

Discussion. 

REPORT OF COMMITTEE REPRESENTING 
THE ACCOUNTANTS’ ASSOCIATION AT THE 
ANNUAL CONVENTION OF THE NATIONAL 
ASSOCIATION OF RAILWAY AND UTILITY 
COMMISSIONERS—W. L. Davis, auditor 
Lehigh Valley Transit Company, Allen- 
town, Pa., chairman. 

Discussion. 

REPORT OF COMMITTEE ON STANDARD 
CLASSIFICATION OF ACCOUNTS—Robert 
N. Wallis, treasurer Fitchburg & 
Leominster Street Railway, Fitchburg, 
Mass., chairman. 

Discussion. ; 

REPORT OF COMMITTEE ON STORES 
ACCOUNTING—R. A. Weston, special 
accountant The Connecticut Company, 
New Haven, Conn., chairman. 

Discussion. 


Tuesday Afternoon, Oct. 7. 


2 to 4:30 p.m. 
Meeting held in Engineering Room 
JOINT SESSION 2:00 P.M. to 2:30 P.M., 


ENGINEERING AND ACCOUNTANTS’ ASso- 
CIATIONS. 


‘ways, Providence, R. I. 


' 
___ INSTALLATION OF OFFICERS. | | 


hibits. See announcement in Ajj 
ican Association program. 


2 to 5:30 P.M. 


Pappr — “Automobile Hazard, 
Charles B. Hardin, general claim aj) 
United Railways of St. Louis, St. Le 
Mo., chairman. 

Formal Discussion—H. K. Be 
safety manager United Electric F 


General Discussion. 
Pappmr— “Prevention of Hi 
Crossing Accidents,” by H. A. 
chairman committee on preven 
highway crossing accidents, A 
Railway Association, New York | 
General Discussion. a 
REPORT OF COMMITTEE ON Reso} 
TIONS—William Tichenor, claim ag| 
Terre Haute, Indianapolis & Hast} 
Traction Company, Indianapolis, I 
chairman. 3 
REPORT OF COMMITTEE ON NOMI} 
TIONS. Yy 
ELECTION OF OFFICERS. 


PRESENTATION OF PAST-PRESID! 
BADGE. 


Report oF JomIntT COMMITTEE | 
ENGINEERING-ACCOUNTING — L. 
Brown, office and field engineer 
York State Railways, Rochester, N.| 
and G. F. Dinneen, auditor Holy 
Street Railway, Holyoke, Mass., 
chairmen. - 

Discussion. 

At the close of the discussion + 
above report, the members of the Acc 
ants’ Association will adjourn to their 1 
ing room where the Accountants’ ses 
will be continued. if 

PaPer — “Suggestions on §S : 
tions in Cost Accounting from t 
Viewpoint of the Manufacturer 
Reference to Maintenance Acco) 
by Henry S. Day, manager transpor 
tion division Westinghouse Electri 
Manufacturing Company, Boston, Ma: 

Discussion. ‘ 

Paper—‘‘Accounting as Related 
Administration and Proprietors 
by Homer A. Dunn, Haskins & § 
New York City. 


Discussion. | 


Wednesday, Oct. 8. . Z 


Inspection of manufacturers’ exhi 
See announcement in American 
ciation program. 


f] 


=m, 


a 
Thursday Afternoon, Oct. 


2 to 4:30 P.M. 


Meeting Held in Accountants’ R 
Paper—“Electric Railway Bale 
Sheets,” by C. B. Couchman, Ce 
Public Accountant, New York City. 
REPORT OF COMMITTEE ON RELATI 
WITH OTHER ASSOCIATIONS — M. 
Glover, general auditor West 
Railways, Pittsburgh, Pa., chairm 
REPORTS OF CONVENTION COMMI 
“* (a) Resolutions. 

(b) Nominations. 
ELECTION OF OFFICERS. 
INSTALLATION OF OFFICERS. 
PRESENTATION OF PAST-P 

BADGE. 


1 
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| 
veetings Held in Engineering Room 


Monday Afternoon, Oct. 6. 


2 to 5:30 P.M. 


1 | 

ee OF THE PRESIDENT. 

ePoRT OF THE EXECUTIVn Com- 
(TEE. 

REPORT OF SECRETARY-TREASURER. 
\PPOINTMENT OF CONVENTION CoMm- 
[TEE ON RESOLUTIONS. 

REPORTS OF COMMITTEES: 

Special Committee on Unit Basis of 
ting on Standards—C. S., Kimball, 
kineer way and structures, Washing- 
| Railway & Electric 
ishington, D. C., chairman. 
Special Committee on Engineering 
imual—R. C. Cram, engineer surface 
adway Brooklyn-Manhattan Transit 
rp., Brooklyn, chairman. 

Special Committee on Engineering 
mbols—W. F. Graves, chief engineer 
rre Haute, Indianapolis & Eastern 
action Company, Indianapolis, Ind., 
airman. 

Discussion. 

Special Committee on Air Reservoir 
ecijications—R. H. Dalgleish, chief 
vineer The Capital Traction Com- 
ny, Washington, D. C., chairman. 
Discussion. 

Committee on Heavy Electric Trac- 
n-—-J. C. Davidson, engineer electric 
ction Norfolk & Western Railway, 
uefield, W. Va., chairman. 
Discussion. 

Committee on Wood Preservation— 
P. Way, electrical engineer Ameri- 
n Electric Power Company, Phila- 
phia, Pa., chairman. 

Discussion. 

Committee on Building and Struc- 
res—N. E. Drexler, chief engineer 
wport News & Hampton Railway, 
s & Electric Company, Hampton, 
., chairman. 

Discussion. 

Special Committee on Car and Car- 
use Wiring—H. H. Adams, superin- 
ident shops and equipment Chicago 
rface Lines, Chicago, Ill., chairman. 
Discussion. 


fuesday Afternoon, Oct. 7. 


2 to: 5:30 P/M. 


JoINT SESSION 2:00 P.M. TO 2:30 
[.. ENGINEERING AND ACCOUNTANTS’ 
SOCIATION. 

REPORT OF JOINT COMMITTEE ON 
IGINEERING-ACCOUNTING — L. R. 
own, office and field engineer New 
rk State Railways, Rochester, N. Y. 
d G. F. Dinneen, auditor Holyoke 
feet Railway, Holyoke, Mass., co- 
1irmen. } 
Discussion. 
\t the close of the discussion of the 
ye report, the members of the Account- 
s' Association will adjourn to their 
eting room and the session of the 
gineering Association will be continued. 
REPORT OF THE COMMITTEE ON UNI- 
ATION OF CAR DESIGN—H. H. Adams, 
erintendent shops and equipment 
ieago Surface Lines, Chicago, IIL, 
\irman, 

Discussion. 

REPORT OF COMMITTEE ON EQUIPMENT 
‘. H. Miller, vice-president Louisville 
ilway, Louisville, Ky., chairman. 
Discussion. 


a 
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ENGINEERING ASSOCIATION 


REPORT OF COMMITTEE ON Way Mar- 
TERS—H. H. George, engineer mainte- 
nance of way Public Service Railway, 
Newark, N. J., chairman. 

Discussion. 

REPORT ON WELDED RAIL, JOINT RE- 
SEARCH—W. W. Wysor, chief engineer 
United Railways & Electric Company, 
Baltimore, Md., chairman sub-commit- 
tee No. 5, committee on way matters. 

Discussion. 


Tuesday Aerernoon, Oct. 7. 


PURCHASING AGENTS AND 
STOREKEEPERS . 
Session held under. the auepices of the 


Committee on Purchases and _ Stores, 
Engineering Association. 


2 TO 4 P.m. 


ADDRESS OF WELCOME—H. A. John- 
son, president American Electric Rail- 
way Engineering Association; assist- 
ant to the general manager’ Chicago 
Elevated Railroads, Chicago, IIl. 

ADDRESS—‘What the Purchasing and 
Stores Departments Can Do in Build- 
ing Up Good Will for the Company.” 
Speaker to be announced later. 

Discussion. 

REPORT OF THE COMMITTEE ON PuR- 
CHASES AND SToRES—Jackson P. Dick, 
assistant to the vice-president and 
general manager Georgia Railway & 
Power Co., Atlanta, Ga., chairman. 

Discussion. 

PaPeR—“The Economic Importance 
of a Well Regulated Supply Depart- 
ment in the Life of a Street Railway 
Company,” by C. A. Harris, general 
storekeeper Pittsburgh Railways, Pitts- 
burgh, Pa. 

Discussion. 

Paper — “Proper Co-operation Be- 
tween the Purchasing and Stores De- 
partments and the Operating Depart- 
ment—from the Engineer’s Stand- 
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point,” by L. C. Datz, chief engineer 
Memphis Power & Light Company, 
Memphis, Tenn. — 

PapPER — “Proper Co-operation Be- 
tween the Purchasing and Stores De- 
partments, and the Operating Depart- 
ment—from the Purchasing Agent’s 
Standpoint,” by Harry M. Lloyd, 
purchasing agent Indianapolis Street 
Railway, Indianapolis, Ind. 

Discussion. 


Wednesday, Oct. 8. 


Inspection of manufacturers’ exhibits. 
See announcement in American Asso- 
ciation program. 


Thursday Afternoon, Oct. 9. 


AETOmD 300) PeNie 


REPORTS OF COMMITTEES: 

Committee on Power Generation and 
Conversion—L. D. Bale, superintend- 
ent of substations Cleveland Railway, 
Cleveland, Ohio, chairman. 

Discussion. 

Committee on Power Transmission 
and Distribution—C. H. Jones, electri- 
cal engineer Chicago Rapid Transit 
Company, Chicago, Ill., chairman. 

Special Committee on Automatic Sub- 
stations—W. E. Bryan, superintendent 
of power United Railways of St. Louis, 
St. Louis, Mo., chairman. 

Discussion. 

Committee on Purchases and Stores 
—Jackson P. Dick, assistant to vice- 
president Georgia Railway & Power 
Company, Atlanta, Ga., chairman. 

Discussion. 

Committee on Resolutions. 

Committee on Nominations. 

ELECTION OF OFFICERS. 

INSTALLATION OF OFFICERS. 

PRESENTATION OF PAST-PRESIDENT’S 


BADGE. 

Note: The action of the committee on 
standards will be presented immediately 
following each recommendation of a stand- 
ing committee in which the Engineering 
Manual is involved. 


TRANSPORTATION AND TRAFFIC ASSOCIATION 


Meetings held in Transportation and 
Traffic Room 


Monday Afternoon, Oct. 6. 


2 To 5:30 P.M. 


ADDRESS OF THE PRESIDENT. 

REPORT OF EXECUTIVE COMMITTEE. 
REPORT OF THE SECRETARY-TREASURER. 
APPOINTMENT OF CONVENTION COM- 


' MITTEES: 


(a) Resolutions. 
(b) Nominations. 

REPORT OF COMMITTEE ON ACCIDENT 
PREVENTION—Charles W. Chase, presi- 
dent Gary Street Railway, Gary, Ind., 
chairman. 

Discussion. 

REPORT OF COMMITTEE ON DEVELOP- 
MENT OF NEw BusINEss—F'.. W. Shap- 
pert, traffic manager Chicago, North 
Shore & Milwaukee Railroad, Chicago, 
Ill., chairman. 

Discussion. 


Tuesday Afternoon, Oct. 7. 
2 To 5:30 P.M. 


ADVERTISING AND PUBLICITY 
SYMPOSIUM 


A number of men who have been 


eminently successful will participate in 
this symposium. Their names will be 
announced later. 

REPORT OF COMMITTEE ON TRACKLESS 
VEHICLE OPERATION—W. J. Flickinger, 
assistant to the president the Connec- 
ticut Company, New Haven, Conn., 
chairman. 

Discussion. 


Wednesday, Oct. 8. 


Inspection of manufacturers’ exhibits. 
See announcement in American Asso- 
ciation program. 


Thursday Afternoon, Oct. 9. 


2 To 5:30 P.M. 

REPORT OF COMMITTEE ON RELIEF OF 
TRAFFIC CONGESTION—Paul E. Wilson, 
secretary Cleveland Railway, Cleve- 
land, Ohio, chairman. 

Discussion. 

GENERAL BUSINESS. 

REPORTS OF COMMITTEES: 

(a) Resolutions. 
(b) Nominations. 

ELECTION OF OFFICERS. 

INSTALLATION OF OFFICERS. 

PRESENTATION OF PAST-PRESIDENT’S 
BADGE. 
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Truck for Line Construc- 
tion and Maintenance 


HEAVY-DUTY truck is giving 
A satisfaction on line work on the 
Kansas City Railways, Kansas City, 
Mo. The truck illustrated 
General Motors Company -33-ton 
chassis of 114-in. wheelbase motored 
to 51 hp., and capable of a speed of 
40 m.p.h. 

The truck, as equipped, has a 
capacity of 11 tons and_ several 
features were incorporated in the 
body construction for the con- 
venience and comfort of the crew. 
It has a triple extension deck and 
ample compartment for a full com- 
plement of tools and materials. The 
tool boxes, being built longitudinally 
on the inside of the bed, serve also 
as seating space for the crew, which 
consists of from five to 12 men, 
depending on the class of work that 
is being done. Five men are used 
as a rule in maintenance work, 
while larger crews are usually em- 
ployed in construction work. 

A completely inclosed cab is also 
a feature of the truck, insuring com- 
fort to the driver in severe weather. 
The deck elevation has a maximum 
of approximately 21 ft.; the plat- 
forms isv4, fix 74 oiteeihisspar- 
ticular truck has been in service 
since March of this year and has 
proved highly satisfactory. The big 


sven 


trucks are used exclusively in con- 
struction and maintenance work— 
that is, they are rarely called upon 
in emergency cases, lighter equip- 
ment being provided for such work. 


Aluminum Paint Used on 
Car Exterior 


LTHOUGH aluminum paint has 

been used for many years 
where it is protected from the ele- 
ments, its application to outdoor 
service is of comparatively recent 
origin. During the early part of 
August the Pittsburgh Railways, 
Pittsburgh, Pa., placed in service on 
its Crosstown route a car painted in 
this manner. 

Aluminum powder, the base of the 
paint, is made by stamping sheet 
aluminum into very fine and small 
flakes, the process being originated 
by the Aluminum Company of Amer- 
ica. These flakes are carefully sized 
by a series of sieves to give a uni- 
form product, and where a high 
luster is desired a special polishing 
process is then employed. When the 
powder, which is mixed with varnish, 
is applied these flakes form a con- 
tinuous film of metallic aluminum, 
arranging themselves layer upon 
layer much like fish scales and giving 
the effect of leafing. -As this layer 
of aluminum scale prevents water 
reaching the metal underneath, the 


Working Crews of from Five to Twelve Men Accompany This Heavy-Duty Line Truck 
Used in Kansas City for Construction and Maintenance Work 


car is well protected from m th 
elements. 

It is thought that cars rival 
exterior finish of aluminum pai 
will be cooler in summer than othe 
cars, as the bright color will refle 
the rays of the sun. A temperatur 
test is being made on the car. 


Air and Water Nozzle Cl : 
Trucks Before Painting - 


PIECE of pipe about 4 ft. lon 
to which are connected wa 
and air hose with control valves, 
shown in the accompanying illus 


Cleaning Trucks at Detroit by Air and 
Water Nozzle 


tion, has been found by the Depar 
ment of Street Railways, city oe 
Detroit, to make an efficient devie 
for cleaning truck frames and pa 
preparatory to painting. Air 
admitted at high pressure an 
nozzle is held comparatively close 1 
the part to be cleared. Dirt, san 
loose scale or other accumulate 
material are blown off readily an 
the truck parts are quickly put il 
condition for painting. This me 

has been found very much fast 
than the older method of us 
brushes or brooms for cleaning 
truck side frame and parts. 

A material advantage is obta 
by the combination of water 
the air. The parts are m 
thoroughly cleaned and the wa 
tends to prevent the dust and ¢ I 
blown off by the compressed air if 
rising into the atmosphere of th 
paint shop. 7 
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plates of any kind are used. The 
railway has found by experience 


Small Carriage for Transporting Compressor Armatures in the Decatur Shops 
of the Illinois Traction System 


mall Carriage for Com- 
pressor Armatures — 


SRANSPORTING the air com- 
pressor armature from the pump 
m to the armature room at the 
catur shops of the Illinois Trac- 
n System is accomplished by the 
. of a two-wheeled carriage. 
nplicity of construction is the 
standing feature of the wagon. 
wood frame has 6-in. x 2-in. ends, 
in. long, with the upper edges 
yaved out to receive the armature 
ft. The sides are 4 in. x 2 in., 
g enough to extend over the ends, 
1 allowing ample room between 
m to accommodate the armature. 
unter-sunk screws hold the frame 
ether. 

The frame is mounted on an axle 
ich has at each end a 10gin. iron 
eel with 13-in. tread. At the cen- 
- of the axle is a tee connection to 
ich the handle is fastened. This 
ndle extends beyond the front of 
: frame and is there bent upward 
a convenient height for a man to 
id the short cross-member at its 
iremity. Pipe and pipe fittings 
2 used in the construction of the 
ta] peemework.' 


Are-Welded Joint Used 


Without Plates - 


NOVEL method of repairing 

battered joints by arc welding 
ithout using plates has been tried 
_E. W. Jennison, engineer mainte- 
mee of way Bangor Railway & 
ectric Company, Bangor, Me. 
hen it is decided to repair a joint 
this way the paving is opened up 
id the old joint plates are removed. 
small piece of steel, such as a tie 
ate, is then welded to the under 
le of the rail at the joint. By 
eans of the electric arc weld the 
ace between the rail ends is then 
led up by zig-zagging the arc along 


the web of the rail, across the open- 
ing. This is carried up through the 
head of the rail where any depres- 
sion is filled with welding metal. 
The joint is then ground down. No 


that it takes about one hour to make 
a joint of this kind. Such joints are 


ae 


Ht 


Rail Joint Made by Use of Arce Weld 


Without Plates 


not considered superior to thermit 
welded joints, which are now exten- 
sively used by the Bangor Railway 
& Electric Company, but they are 
considered sufficiently good, and can 
be made more quickly and easily 
than thermit welds. 


New Equipment Available 


Reciprocating Rail Joint 
Grinder 


NEW rail joint grinder is be- 

ing introduced by the Railway 
Track-work Company, Philadelphia, 
Pa. The new machine employs the 
reciprocating or planer method of 
grinding instead of using a rotating 
wheel. The abrasive is in the form 
of blocks 10 in. x 4 in. x 24 in. with 
a steel pin inserted in one end. Two 
blocks are used in one setting of the 
machine, which provides a grinding 
surface 83 in. x 24 in. The blocks 
are placed endwise in the crosshead 
or holder which slides bodily in 


guides and is rubbed back and forth 
over the rail by means of a rocker 
arm movement. The normal speed 
of the machine is 340 strokes per 
minute. A constant-speed, 3-hp., 600- 
volt direct-current motor is used for 
driving the grinder. 

As the abrasive blocks wear, the 
end wedge is slackened by turning 
a small handwheel over the wedge 
and the blocks are fed downward by 
means of a larger handwheel which 
operates the feed screws directly 
over the block. The machine may be 
derailed in order to allow cars to 
pass by turning the crankshaft at 
the right of the machine. This 


New Rail Joint Grinder 
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lowers the derailed wheel to the 
pavement and raises the grinder 
from the track. Ninety-five per cent 
of the weight of the machine is sup- 
ported on the derail wheels. The 
outrigger is hinged so that it can be 
raised vertically. When this is 
raised, the machine can be readily 
pulled off the track. 


A Higher Tower Wagon for 
Painting Poles 

THREE-SECTION tower wagon 

with a height of 22 ft. from 
the ground to the platform has been 
designed and put on the market by 
J. R. McCardell & Company, Tren- 
ton, N. J. This height is several 
feet in excess of previous types of 
tower wagon made by this company. 
When the tower is collapsed, the 
over-all height of the vehicle is ap- 
proximately 11 ft. 6 in. The tower 
is raised and lowered by means of 
a Sprague 1-ton electric hoist 
mounted directly behind the cab. 
The control of the hoist is from the 
driver’s seat. This direct control 
combined with the unusual height 
of the tower makes the vehicle par- 
ticularly well adapted for painting 
poles. In this work it is conveniently 
handled by two men, a driver and a 


An Unusually High Tower Which Is Op- 
erated from the Driver’s Seat Makes 
This Vehicle Well Adapted for 
Painting Poles 


painter on the platform. The 
tower can be raised by means of the 
electric hoist in approximately 30 
seconds and lowered in less than 10 
seconds. The design is such that it 
could be mounted on a gasoline- 


driven truck chassis as well as on 
the electric truck shown in the 
illustration. In that case the rais- 
ing and lowering of the tower would 
be accomplished by a power take-off. 


Bench Drill for Small Work 


*“SMALL-SIZE bench drill stand 
suitable for #4-in. and v-in. 
hand drills has been added to the 
Hisey-Wolf Machine Company’s line 
of bench drills. The small sizes of 
hand drills are held in position by 


A Bench Drill Stand for Holding Electric 
Hand Drills 


using an adapter bracket. Without 
this bracket the drilling stand can 
be used with Hisey portable drills 
of g-in., 4-in. and 38-in. capacity. 
This combination makes a portable 
sensitive drill press ‘which can be 
operated from a lamp socket. The 
stand is fitted with an adjustable 
depth drilling stop which is a con- 
venient feature when duplicating a 
considerable amount of work. ‘The 
length of feed by lever is 43 in. and 
the maximum distance from the top 
of the face to the drill chuck is 17 
in. The net weight of the stand is 
90 lb. 


_, Improved Combination 


Woodworker 


NCREASED planing capacity is a 

feature of the combination wood- 
worker No. 2, manufactured bv the 
Buffalo Forge Company, Buffalo, 
N. Y. This is the smallest of the 
woodworkers made by this company. 
The new planer head permits the 
planing of boards up to and includ- 
ing 8 in. wide, or 2 in. over the older 
design. The planer ‘table is made in 


two parts, which fit into the ¢ 
on the main table and are adj 
on an inclined plane. One part 
the table may be set at a lower ley 
when planing to obtain the desir 
depth of cut. The planer guide us 
here consists of a hinged plat 
ground to a high finish and lock 
with a single thumb nut. Any ang 
desired for beveling may be obtain 
with this guide arrangement. 4 

The bandsaw on this machine 
furnished with a cast-iron tiltir 
table 174 in. long and 144 in. wie 
This table may be locked in positi 
by means of a positive action ¢a 
and handle. The bandsaw whee 
are turned and balanced. Slippa; 
of the saw, and heat from the bla 
is reduced by an endless rubber bai 
acting as a face cover. 

The drive with this machine is 
the pinion and gear pulley type. T 
gear ratio is approximately 2 to. 


“Thepulley pinion is cast in one pie 


while the main shaft pinion is key 
to the shaft. } 
A feature of the machine is f! 
handy belt shifter used. The driy 
shaft is 1 in. in diameter and rw 
in 4-in. babbitted and reamed bea 
ings, split for adjustment. In ade 


tion the pulley for the jointer al 
the lower bandsaw wheel are al 
connected to this shaft by means 
This enables ind 


i] 


jaw clutches. 


This Motor-Driven Woodworker Combine 
Planer and Bandsaw = 
f 4 


pendent operation of each part, wi 
resultant reduction in power 4l 
bearing: wear. if 

The driveshaft may be mount 
to an electric motor or gas eng 
The maximum power needed is 
1 to 2 hp. for the bandsaw and 
to*3 hp. for the ripsaw, depend 
on the capacity and feed. The dri 
shaft should be run at about 7 
r.p.m. 


- 
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portant Boston Proposal 


trepolitan Planning Board Favors 
sapid Transit Service Over Elec- 
trified Railroad Branches 


1 consultation with officials of the 
ton Hlevated Railway the Metropol- 
‘Division of Planning, which is a 
te commission, has decided upon 
eral outline plans for an extension 
the rapid transit service out of 
hmere Square, Boston, to serve 
verville, North Cambridge, Arling- 
and the communities beyond on 
northwestern side of Boston. Work- 
details for the construction of such 
apid transit line will be developed 
the commission, after which the 
position will be reported to the Leg- 
ture next January. 
is proposed to build a new road- 
out from Lechmere Square, parallel 
he Boston & Maine Railroad for a 
rt distance, and then cross over to 
Lexington branch of the Boston & 
ne and to take over that branch 
a high-speed trolley-service. It is 
erstood that both the Elevated, 
ch would have to operate the new 
rice, and the Boston & Maine, which 
ld have to give up one of its smaller 
nches, are favorably disposed to- 
d the proposition. 
he Planning Division, which ad- 
ces the plan, was created by the 
islature of 1923. Some new specific 
ies were turned over to it by the 
islature of 1924, and its report to 
Legislature of 1925 will be in the 
are of official expert advice. _ The 
te which it is now suggesting is in 
with the tendency for rapid transit 
elopment through Somerville and 
nbridge and Arlington. The whole 
ter has a fair assurance of receiv- 
favorable consideration from the 
islature. If the plan is adopted the 
rice over the new line will be oper- 
1 by the Boston Elevated. A large 
enditure of money will have to be 
je in order to carry out the work. 
ne private land will have to be 
, several miles of new track will 
e to be laid, and the Lexington 
nch of the Boston & Maine will have 
be electrified. Further details are 
yet available for publication. 


elping Trainmen Understand 
Meaning of Service 


n its untiring effort to serve its 
rons and employees the Pittsburgh 
lways, Pittsburgh, Pa., through its 
mercial department recently pre- 
ed in poster style some words of 
dom which if digested by the train- 
1 will result in more efficient oper- 
rs and a more satisfied public. The 
pany asks the trainmen if there is 


ling that should be said to the’ 


ice Department which may prove 


‘3 


B, 
b. 


<P 


the Industry in 


helpful to the trainmen and the police- 
men. It reads as follows: 


A friendly policeman ranks among the 
best assets a trainman can have. Co- 
operate with the police in making their 
work easier, especially at street intersec- 
tions where traffic is heavy. 

Is there anything that we should say to 
the Police Department that may prove help- 
ful to you and to them? : 


Another poster, entitled “Informa- 


tion,” reads thus: 

Many passengers on your cars are 
strangers or residents of the city who ride 
infrequently and require information of 
various kinds. 

Try to be familiar with locations of 
streets, transfer points, parks, buildings, 
how to reach certain points by the cars, 
route designation of cars and other facts 
so they may be given in detail. 

The correct method of calling the names 
of all streets where stops are made is a 
great help to passengers. 7 

How may we help you to help the pas- 
senger who pays our wages, and in fact 
all expenses? 


Denies Bus Permit Because of 
Railroad Facilities 


The Public Service Commission of 
New York State gave consideration to 
existing railroad facilities and denied 
the application of Charles L. Wagner 
of Fonda, N. Y., for a certificate for 
the operation of a bus line between 
Amsterdam and Fonda and between 
Fonda and Fultonville. Mr. Wagner 
proposed to operate four trips a day 
and to charge passengers 50 cents a 
ride between Amsterdam and Fonda, a 
distance of 10.5 miles via the New York 
Central Railroad. 

Evidence by the New York Central 
Railroad showed that there are nine 
passenger trains a day between Am- 
sterdam and Fonda and six trains east 
from Fonda. There were 46,640 pas- 
sengers so carried for the year ended 
March 1 last. The railroad showed 
that it operated trolley cars between 
Amsterdam and Fort Johnson and 
Tribes Hill, thence north to Sulphur 
Springs, where passengers can transfer 
to the trolley cars from Johnstown and 
Gloversville and go to Fonda. The trol- 
ley line fare between Amsterdam and 
Fonda is 48 cents. 

The commission said it was true it 
might serve the convenience of some 
to have extra transportation between 
Fonda and Amsterdam, but considering 
the size of the places to be served, a 
schedule of nine trains in one direction 
and six in another would seem to be 
ample. The commission stated further 
that between Fonda and. Fultonville 
there was necessity for some means of 
public transportation, but the applicant 
did not believe this route could be run 
profitably unless the line was extended 
to Amsterdam. Fonda and Amsterdam 
have two means of travel at the 
present time, and until a greater de- 
mand arises, the commission said, there 
was no public convenience to be served 
by the operation of the bus route. 


Wage Matter in Court 


Cleveland Controversy to Come Up 
Sept. 8 for Formal Hearing— 
Past Proceedings Scored 


Depositions are now being taken in 
the court action brought by the union 
at Cleveland in an effort to compel the 
Cleveland Railway to pay a wage in- 
crease of 12 cents an hour awarded last 
May by an arbitration board from which 
the company had withdrawn its rep- 
resentatives. The suit itself is to be 
heard in court on Sept. 8. This action 
seeks to compel specific performance 
in accord with the findings of the ar- 
bitration board. 

William Rea, secretary of the union, 
testified in his deposition that he had 
written a letter indorsing James W. 
Holcomb, the fifth and neutral member 
of the arbitration board, for the posi- 
tion of U. S. Customs Collector in 
Cleveland. This letter was written to 
Senator F. B. Willis under date of 
May 19, shortly after Mr. Holcomb was 
selected to be the fifth arbitrator. It 


“was because John J. Stanley, president 


of the Cleveland Railway, contended 
that Mr. Holcomb was prejudiced in 
favor of the men that the railway 
company withdrew from the arbitration 
proceedings. 

Mr. Rea testified that Mr. Holcomb 
had asked him to assist in securing 
labor indorsement of Mr. Holcomb’s 
candidacy for the federal position as 
early as last January. John G. Owens, 
secretary of the Cleveland Federation 
of Labor, also wrote a letter indorsing 
Mr. Holcomb for the Customs Collector- 
ship. 

The Cleveland Railway. contends that 
the letters of Messrs. Owens and Rea 
prove that Mr. Holcomb was prejudiced 
in favor of the car men’s union. 

Mr. Stanley, in his deposition, testi- 
fied that he had been “framed” and 
“double-crossed” in the arbitration and 
it was for that reason he withdrew. 
He also said that two men purporting 
to come from Mr. Holcomb had ap- 
proached him and asked him to tell 
them “what the company expected in 
the arbitration.” He said he informed 
these two men that that wasn’t the 
company’s way of doing business. 

Mr. Holcomb sent a bill to the Cleve- 
land Railway for $1,250 as the com- 
pany’s half of his fee for acting as 
arbitrator, but the company has 
ignored the bill and invited Mr. Hol- 
comb to sue to get it. 

In Mr. Rea’s letter to Senator Willis 
he makes the statement that Division 
268 of the Amalgamated Association in 
Cleveland, representing 3,200 men, 
favored Mr. Holcomb for Customs Col- 
lector. In his testimony, however, Mr. 
Rea said that he hadn’t discussed with 
the union executive committee or the 
union membership the indorsement of 
Mr. Holcomb. 
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Court Against Jitney Operators 
in Dover, N. J. 


The Supreme Court of New Jersey 
recently sustained Judge Daly in the 
Morris Circuit Court in directing a non- 
suit in the actions brought by Michael 
J. Kelly and Arthur J. Seldney, opera- 
tors of buses between Morristown and 
Wharton, against the Morris County 
Traction Company and the officials of 
Dover, N. J. 

The complaint in the case charged 
that the defendants carried on a cam- 
paign of libel, and conspiracy to de- 
stroy the plaintiffs’ jitney business. It 
was also charged by the plaintiffs that 
the: traction company and Otto G. 
Schultz, its treasurer, instituted several 
suits against them and sent a libelous 
communication concerning them to the 
Mayor and Board of Aldermen of Mor- 
ristown. 

The traction company, the court con- 
tended, owed to its stockholders the 
duty of affording them all legal pro- 
tection against unjust or unlawful com- 
petition. It was therefore legitimate 
for it to apply to the court for any 
restraint upon the plaintiffs that seemed 
capable of affording protection in this 
respect. 

The court ruled that there was 
nothing to show that the municipal 
authorities, in adopting the ordinances, 
or in the attempts to enforce them, 
were actuated by other than honest 
purpose to perform a public duty, and 
that a car line was only a means 
whereby the community could be trans- 
ported from one point to another witn 
convenience. The public was interested 
to see that this transportation was 
efficient, responsible and supplied at the 
lowest cost. Further, that a diversion 
of travel to other means naturally con- 
tracted the public patronage of the 
traction company and made probable 
added costs, in the way of higher fares 
to those who patronized its lines. 

The court said that the public author- 
ities were interested in the protection 
of the highways themselves against 
unreasonable use. Whether the ordi- 
nances were valid or invalid was of ne 
consequence unless»it appeared that the 
authorities were actuated by improper 
motives in their adoption and attempted 
enforcement. The court ruled that their 
actions were based upon an honest 
effort to preserve the public rights. 


Railway in Competition for 
Michigan Bus Permits 


The right of steam and electric rail- 
ways to operate bus lines as common 
carriers is to be decided by the Mich- 
igan Public Utilities Commission. The 
question has been raised by the North- 
ern Transit Company, which operates 
common carrier bus lines that connect 
Bay City, Saginaw and Flint. 

The Northern Transit Company’s 


state permit to operate buses expired | 


on June 23 and it has applied for a new 
permit. The Michigan Railroad, an 
electric line, applied for a similar mo- 
tor bus permit. The transit company 
contends the articles of. incorporation 
for steam and electric roads .provide 
that they are organized only to run 
steam and electric lines and if these 
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articles do not specifically mention bus 
lines the electric railways should not 
be allowed to operate the latest form 
of transportation. 


Railway’s Tribute to Mr. Davis Is 
Fine Service—Candidate 
Acknowledges It 

It is nothing uncommon for the great 
railway systems to be called upon to 


transport Presidential candidates, but 
the privilege falls seldom to an electric 


Democratic Presidential Candidate Trans- 
ported by Trolley 


line. For this reason the honor of con- 
veying the Democratic nominee, John 
W. Davis, from Clarksburg to Fair- 
mont, W. Va., for a reception which 
was to precede his notification proved 
an important event for the employees 
and officials of the Monongahela-West 
Penn Public Service Company, ‘which 
operates interurban service between 
these West Virginia cities. 


The party numbered 60, includin 
candidate, his family, guests fron 
home town of Clarksburg, and r 
sentatives of daily papers. They 
provided a car on the special, y 
was appropriately decorated for 
occasion, as was the terminal at Claz 
burg and the stations en route 
Fairmont. ] 

May stops were made to allow # 
candidate to leave the train and gre 
the people of the Upper Monongahe 
Valley who grew up with him. On o 
occasion the train was held while 
Davis made a short address. { 

After spending three hours with } 
friends in Fairmont, Mr. Davis and 
party returned home on his speci: 
after complimenting the officials of ¢ 
company for the splendid transport 
tion they had provided his friends a1 
himself. 


Kansas City Railways 
Makes New Moves — 


The prospect of bus service in Ka 
sas City, Mo., and in Kansas City, Kan 
has precipitated action on the part 
therailways of both cities. It wri 
recalled that the Federal Court | 
Kansas City pointed out that if bus 
are to be run, possibly the railwa: 
could best render that service. Fr 
W. Fleming, one of the receivers of # 
Kansas City Railways, concurs in fi 
opinion that the railway should furni: 
bus service if the public desires su 
service. 

In this connection it is of interest 
note that an ordinance has been intr 
duced before the City Council of Kans: 
City, Mo., through which the Kans 


_ City Motor ‘Transit Company, wi 


Frank J. Dean, president, seeks 
twenty-five-year bus franchise to ope 
ate about ninety buses over eight pr 
posed routes. Mr. Dean is also pres 
dent of the Yellow Taxicab Compan 
Kansas City. The City Council ap 
to be inclined to give opportunity f 
general discussion of the propos 
ordinance, with every chance for t 
railway to put in bus service, if 
desires to do so. ; 
As to Kansas City, Kan., the ra 
way has filed a petition before t 
Federal Court, asking permission — 
curtail service unless the City Commi 
sion retain the present anti-bus ort 
nance. This petition will be the basis. 


Train and Terminal 


Decorated in Honor of 


Candidate 


a 


1 
I 
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| * 
| hearing before Judge Stone on Aug. 
0. The receivers had formerly agreed 
hat new lines would be run as desired, 
f the commissioners retained the pres- 
nt anti-jitney ordinance. Members of 
he Chamber of Commerce and various 
ivie organizations are urging the City 
‘ommissioners to meet the railway’s 
equest, in order to retain adequate 
ervice for the city. 


Piaces of Subways and Buses 
Realized by St. Louis Interests 


Stanley Clarke, counsel for the re- 
rganization committee of the United 
ailways, St. Louis, Mo., speaking for 
_K. Newman, active member of the 
ommittee, stated that he was favor- 
bly disposed toward the development 
f rapid transit for St. Louis through 
ne building of a subway, as has been 
roposed by Mayor Henry W. Kiel and 
harles E. Smith, consulting engineer 
or the city. 

Mr. Newman announced that the re- 
ganization committee would  co- 
perate with the city in working out 
1e subway plans and assist in the 
scessary preliminary studies, surveys 
ad plans, etc. He holds that the pub- 
2 is entitled to the best service possi- 
ie and feasible and that far-reach- 
g plans for future developments 
ould be worked out now. 

In touching on the matter of bus 
rvice Mr. Newman stated that after 
reful investigation in the principal 
ties of the country in which such 
rvice has been installed the reor- 
nization committee believes that at 
ast for a long period from 85 to 90 
x cent of the riding public will con- 
que to depend on trolley cars for 
ansportation. Mr. Newman and his 
sociates feel, however, that the bus 
S an important place in the trans- 
rtation system of a city. 

The recently-organized St. Louis Bus 
mpany will operate in co-operation 
th the United Railways under a re- 
orocal transfer arrangement, and all 
ofits of the bus lines after a reason- 
le return on tho investment will be 
rned over to the railway. 


otor Vehicle Legislation Up for 
Consideration in Rochester 


Assemblyman Lewis G. Stapley of 


vingston County has been chosen ~ 


airman and Senator George R. Fearon 
Syracuse vice-chairman of the spe- 
l legislative committee created by the 
w York State Legislature last winter 
propose legislation to strengthen the 
tor vehicle law. Mark Graves of 
e State Tax Commission addressed 
® committee and suggested that it 
ce up an investigation of the incon- 
tencies in the present law that the 
mmittee thoroughly go into the pro- 
sition of compulsory insurance for 
drivers of cars and that the feasi- 
ity and practicability of a gasoline 
< receive consideration. 

Other subjects to be considered by 
> committee will be a uniform motor 
ticle law for all states and a uniform 
fic ordinance for all cities of the 
te. The subject of headlights will 


4 


e 


also be taken up and it is quite likely 
that the committee will recommend the 
age limit at which an operator may 
receive a license to drive a car be 
reduced from 18 to 16 years, on account 
of the protest this provision of the law 
is creating among rural residents. 

The committee will hold its first 
public hearing at Rochester shortly 
where it has accepted the invitation 
of the Rochester Automobile Club and 
will hold hearings throughout the state 
with the idea of getting the ideas of 
drivers of cars and officials of motor 
vehicle organizations. 


Wants Lower Fare 


The City Council of Montreal, Canada, 
has been petitioned recently by the 
Trades and Labor Council, asking the 
co-operation of the Alderman for the 
purpose of getting a reduction in fares 
on the Montreal Tramway System. 
The resolution declared that the price 
of tickets had been increased during the 
past few years, including the abolition 
of working men’s tickets, and though 
the receipts of the company had con- 
siderably increased yet the company 
had made a reduction in the wages of 
its employees. Further, it was charged 
the company enjoys a monopoly of the 
streets of Montreal, and should supply 
the citizens with a _ transportation 
service as cheaply as possible. The 
petition said that the fares should be 
revised to the former tariff of six 
tickets for 25 cents, and eight laborer’s 
tickets for the same price. In a letter 
following the resolution the Montreal 
Tramways Commission referred to the 
higher wages of the employees and the 
annual rental of $500,000 to be paid the 
city. 


City Service Extended to 
Broad Ripple 


The Public Service Commission 
has approved a contract between the 
Union Traction Company of Indiana 
and the Indianapolis Street Railway 
whereby the railway uses the Union 
Traction Company’s tracks from Forty- 
sixth Street to Broad Ripple Park, ex- 
tending city service as ordered several 
months ago by the commission. The 
lease is for one year and thereafter 
until ended upon six months’ notice by 
either party. Rental is to be 7 per cent 
annually upon $85,478, fair value of 
Union Traction Company’s track as ap- 
praised by the engineers of both par- 
ties. Service is scheduled to begin 
Aug. 31, when the Union Traction Com- 
pany will discontinue its service and 
turn over the Broad Ripple cars, to be 
used until the railway supplies its own 
cars. The lease gives Broad Ripple 
city fares as 7 cents and four tickets 
for 25 cents. Heretofore the fare to 
Broad Ripple has been 10 cents. The 
railway, under the contract, will main- 
tain the track over which the Union 
Traction will continue to run interur- 
ban cars. The railway will do any re- 
construction necessary and pay taxes 
on the property. The conditions under 
which the commission increased fares 
in Indianapolis made it obligatory that 
the Broad Ripple service be started by 
Sept. 1. 


Opposes Bus Speed in Chicago 


Chicago’s recently waged warfare 
against speeding vehicles is now enter- 
ing the stage where different types of 
vehicles are coming in for criticism 
from the drivers of other vehicles who 
feel that thus far they have been 
shouldering the brunt of the drive 
against speeders. A “John Doe” war- 
rant directed against the Chicago 
Motor Coach company, charging speed- 
ing, was issued recently by Judge 
George B. Holmes, at the instance of 
Attorney James T. Moore, a member 
of the legal department of the Illinois 
Automobile Club. 

The object of the warrant, according 
to Mr. Moore, is to test the enforce- 
ment of the speed limits of the buses. 
While automobilists are confined to a 
rate of 15 m.p.h., Mr. Moore says, 
buses are permitted to operate at the 
rate of 20 and 23 m.p.h. The clause 
which the motor club will seek to have 
enforced makes it mandatory that a 
bus that has hard rubber tires shall 
not travel more than 12 m.p.h. 


It’s the Tenant that Pays 
in New York 


Stewart Browne, president of the 
United Real Estate Owners’ Associa- 
tion, New York, takes issue with a re- 
cent expression by Arthur S. Somers, 
president of the Brooklyn Chamber of 
Commerce ‘and a public director of the 
Brooklyn-Manhattan Transit Corpora- 
tion, on the need of increased fares in 
New York City. Mr. Browne says that 
an article by Mr. Somers printed in 
many of the local papers was nothing 
less than an appeal for an increased 
fare on the subways. Mr. Browne says 
he is not prepared to say. whether or 
not an increase in fare is necessary, 
but he thinks Mr. Somers’ comments 
are fallacious although they are made 
from an entirely new standpoint. Mr. 
Browne says: 


The $10,000,000 dual subway deficit, 
which is included in the city’s tax levy. 
is more than paid for in increased taxes 
received by the city from increased realty 
assessed valuations, created solely by the 
subways. To deny this is splitting hairs. 

New subways could be built in Manhat- 
tan by local assessment on property bene- 
fited and the income from such increased 
values would more than pay the debt 
service on the local assessment bonds is- 
sued for construction. , 

In Richmond and Queens subways could 
not be built by local assessment, but could 
be built by local assessment plus city bonds, 
and while the increased taxable values 
would not equal the debt service for the 
first ten years, subsequently they would. 
The present dual subway deficiency should 
not be used as an argument for future 
deficiencies. because the deficit is largely 
caused by the ‘‘contract differential.” 

Mr. Somers says it is the tenant and not 
the realty owner who pays the “tax levy” 
$10,000,000 subway deficiency. He can’t 
prove this. Suppose the tenant does pay. 
Why shouldn’t he? The subways are built 
for him. He is chiefly benefited. His earn- 
ing power is higher. His rent is lower. 

Mr. Somers says that non-city residents 
coming to New York use the subways and 
don’t pay their share of such subway de- 
ficit. Visitors pay more than city residents, 
because they spend more per capita per 
day and are “short haul.” Workers within 
the city, but living without, may pay less 
per capita. But what of that? They are 
part and parcel of the city and are neces- 
sary. 

Rapid transit at a low fare is necessary 
for the growth of New York. It is the 
growth of the Bronx, Brooklyn and Queens 
that has built up Manhattan’s business and 
realty values. New York City couldn’t be 
what it is without Long Island, New Jersey 
and “up-State” and all of the States. They 
sll help its growth. 
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Railway Makes Bus Bid 


New York Line Asks that Fifth Avenue 
Company’s Plea Be Put Over Pend- 
ing Its Own Application 


The Third Avenue Railway, New York, 
has entered the competition for fran- 
chises to run bus lines. S. W. Huff, 
president of the company, on Aug. 22 
sent to Mayor Hylan a letter request- 
ing that no action be taken by the 
Board of Estimate on the application 
of the Fifth Avenue Coach Company 
for bus franchises until the plan of the 
Third Avenue had received considera- 
tion. Mr. Huff said his plan would be 
ready soon. He made known that his 
company contemplated establishing 
routes in many instances along the 
lines proposed by the Fifth Avenue 
Coach Company in the latter corpora- 
tion’s plan to establish thirty-four 
lines, 116 miles in all. Though the 
Fifth Avenue Coach Company proposes 
to operate in Manhattan, the Bronx 
and Queens, practically gyridironing 
Manhattan, the Third Avenue plans to 
place the majority of its bus lines in 
the Bronx, entering Manhattan in only 
a few instances. 


In presenting his application for con- 
sideration Mr. Huff said: 


I notice that you have before you 
application from the Fifth Avenue Coach 
Company for franchises to operate buses 
in various sections of the city. A number 
of these lines not only parallel lines of the 
Third Avenue Railway system but in many 
cases actually operate throughout the 
greater part of their length upon identically 
the same _ streets. Such paralleling can 
only mean adding to the already congested 
condition of the streets and also render the 
service on both the trolley cars and buses 
less efficient than if the bus operation were 
in territory not now conveniently served. 

The Third Avenue Railway is at the pres- 
ent time operating approximately 300 miles 
of trackage in the territory sought to be 
covered by the Fifth Avenue Coach Company, 
is handling about 1,000,000 passengers a day 
and already has as many employees as the 
Fifth Avenue Coach Company estimates it 
will have if it is permitted to spread its 
operation over the city. 

The companies of the Third Avenue Rail- 
way system paid the City of New York 
in taxes and paving charges (exclusive of 
taxes paid to the State of New York) 
$1,413,000 during the year 1923, and will 
pay approximately that amount during the 
year 1924. It is furnishing in the Bronx 
the transportation for which you have so 
earnestly contended, namely, a 5-cent fare 
and universal free transfers, and, I may 
say, it is the only company that has cov- 
ered an entire borough with a 5-cent fare 
and a universal free transfer. The Bronx 
a the only borough that enjoys this low 
are. 

Although we may not agree with you 
fully as to the desirability of bus onera- 
tion, we recognize that there is a field for 
such operation as feeders both to trolley 
lines and subways. 

As you probably know, we have been 
for some time working on a_ plan for 
co-ordinating bus operation with our 350 
miles of street car operation. The plan is 
being worked out for the various com- 
munities that we are seeking to serve with 
transportation in co-operation with people 
who should be best acquainted with the 
needs of those communities. 

We believe that the best interests of 
these communities will be served and the 
best solution of their transportation prob- 
lems will be offered by extending this bus 
operation into territory not at the present 
time conveniently served with transporta- 
tion rather than to congest streets with 
both trolley and bus operation, and we 
propose to co-ordinate the bus system with 
the trolley system by free transfers from 
the buses to the trolleys. This will utilize 
to the best advantage the surface car 
transportation now in existence, which is 
carrying over 40 per cent of all passen- 
gers carried on transportation lines in the 
greater city. 

The system of bus operation that we 
are evolving finds its largest development 
in the Bronx, and will not be confined to 
communities already provided with trans- 
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portation, but will serve all sections of the 
Bronx. We hope to have this plan ready 
for submission to the Board of Estimate 
and Apportionment at a very early date, 
and I am writing to ask that no action 
be taken in the matter of granting fran- 
chises for a general bus system until our 
plan has received consideration. 

To have given these applications con- 
sideration at the special meeting of the 
board on Aug. 22 would have required 
unanimous consent. This was made 
impossible when the Mayor moved that 
all bus applications pending be re- 
ferred to the committee of the whole, 
the franchise committee and the Board 
of Transportation, these bodies to re- 
port back to the Board of Estimate. 
At the same time the Mayor made 
known that his motion referring appli- 
cations to committees included also the 


applications of the B.-M. T. and the. 


Queens concern. Borough President 
Connolly of Queens suggested that 
other applications might be entered and 
asked that all such applications also be 
referred to the committees. This motion 
was adopted. 


Railway Service in Sections of 
Morgantown Threatened 


The Union Traction Company may 
suspend operations on its lines in the 
First and Second Wards of Morgan- 
town, W. Va., as a result of a controversy 
with the city over street improvements. 

City Manager Harry Bayles con- 
ferred informally with James McGrew, 
secretary of the railway, and was told 
that an investment of approximately 
$50,000 would be necessary to improve 
the streets within the company’s lines 
and that the business through the terri- 
tory mentioned would not warrant the 
continuance of service. 

A 30-day notice as provided by 
statute was served on the company by 
the city during the latter part of July 
to improve the lines. In the event of 
no action in that period it is likely 
that the city will revoke the franchise, 
tear up the tracks, proceed with the 
improvement of Simpson Street and 
other streets and the Union Traction 
Company will cease as a public service 
agency so far as the city is concerned. 


Disagreement on Franchise Pro- 
visions in Sioux City 


_Disagreement over the provisions of 
the twenty-five-year franchise for the 
Sioux City Service Company, Sioux 
City, Iowa, may result in the special 
franchise election being postponed until 
sometime in September. Mayor Stewart 
Gilman states that five or six matters 
are not covered by the franchise which 
should be included. He referred to the 
question of the 2 per cent tax on the 
gross earnings when the city has 
reached a population of 75,000. Sec- 
ond, there is the provision for exten- 
sions. : 

There is also a question, the 
Mayor said, as to how soon the city 
could take over the property of the 
company in case of failure to carry 
out the provisions of the franchise. 
The Mayor said that he thought, a 
reading of the analysis of the franchise 
as made by him ought to inform the 
voter so that he could cast his ballot 
intelligently. 
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Increased Fare Suspended 


Ten-Cent Fare on Springfield Stree 
Railway Lines Deferred Until 
Further Study Is Made 


The Massachusetts Department ¢ 
Public Utilities recently suspende 
until Sept. 7 the operation of the nm 
fare schedule which the Sprinzfie 
Street Railway planned to put int 
effect on Aug. 24. Representatives ¢ 
the company and of civic bodies whic 
are opposing the proposed increase 1 
10 cents cash with three tickets £ 
25 cents from the 7-cent rate will a 
pear before the commission at 
State House on Sept. 3, to presel 
arguments on the evidence placed befo: 
the department at the hearing | 
Springfield and at Boston. The sessic 
on Aug. 20 was devoted to the presel 
tation of figures by Vice-Presidet 
Howard R. Whitney and by Prof. Albe: 
Richey of the Worcester Polytechn 
Institute. Both were cross-examin« 
by Attorney Raymond T. King, re 
resenting the federated civic bodies. 

Bentley W. Warren, counsel for’ 
company, offered a statement of (4 
earnings for June, in which the finai 
cial results were segregated by line 
This statement indicated also tho; 
lines the receipts of which were le: 
per car mile than the average opera 
ing expenses of the company. . 

Mr. Whitney was asked whether 
might not be more profitable for # 
company to replace its local lines wi 
buses. He replied in the negatiy 
pointing out that while one bus mé 
be operated at less cost than one tr 
ley, nevertheless rush hour requit 
ments would demand at least thr 
buses, two of which would remain - 
all day. 

Professor Richey said he had ma 
a computation of the company’s 1 
ceipts, if the suggested 8-cent fare hi 
been in operation during the year 1 
Under the schedule he said that 
passenger revenue, based on the 19 
business, would have been $3,524,8( 
or $273,564 more than the compal 
actually collected. This figure, he co 
tended, would be entirely inadequa 
as the company’s estimate is that } 
revenue must be increased $501,0 
over its probable receipts this year. 

Attorney Richard J. Talbot, couns 
for the Busmen’s Association, urg 
the adoption of the service-at-cost ple 
He offered the suggestion that t 
commission request the railway to gi 
up its non-paying bus lines and lea 
this development to independent . zi 
ators with small, fast buses, and 
the railway’s petition for an increa 
in fares be continued until the directe 
of the company considered the plan | 
vided for by the laws of the comm 
wealth, under which it is permitted 
charge as part of the operating ¢ 
a 6 per cent dividend on the comm 
stock and fix fares accordingly. 

Commissioner Ellis asked if a 
8-cent fare would take care of the co 
pany’s expenses, including the ine 
in “pay for the men, if riding had 1 
fallen off. Professor Richey thous 
that this would be true, but that si 
must not be lost of the further fac 
that the company must make up abt 
six months’ back pay for its employe 
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nimated Correspondence 


rction Man Enlivens Life for New 
Yorkers by Crossing Pens with 
Mayor Hylan 


Not since the late Frederick W. 
jitridge as receiver of the Third 
enue Railway, New York, crossed 
is with the Public Service Commis- 
n in the early days of commission 
e have the readers of the New York 
lies been treated to correspondence 
‘arding transit matters so piquant 
that which it now enjoys. The prin- 
al contestants in the race for letter 
iting honors are G. M. Dahl, the 
irman of the Brooklyn-Manhattan 
insit Corporation, and Mayor John 
Hylan. 


SEVEN YEARS OF DELAY 


Vhile they are drinking their morn- 
coffee, urbanites may chuckle over 
_Mayor’s statement that he is in 
eipt of Mr. Dahl’s “screed of even 
e,’ but that is nothing to the smile 
ich is likely to spread over their 
es when Mr. Dahl reminds them at 
outset of his reply to the Mayor 
t “at last after seven years of 
1y we learn by today’s newspapers 
t your Board of Transportation is 
ually to get busy (on subways) by 
ertising for bids,” etc. Mr. Dahl 
gratulates the Mayor on signs of 
ivity on the Mayor’s part toward 
way construction. It is not in the 
ience yet that the Mayor has con- 
tulated Mr. Dahl on his activity. 
even years of delay. Think of it! 
parently the public does. Mr. Dahl 
es care of that, but he is compara- 
ly new to traction circles in New 
-k, while the Mayor is practiced in 
art of making faces. He has made 
2s before at the traction triplets, as 
Mayor himself in an alliterative 
ment once put it in referring to cer- 
1 local railway managements. The 
» but learned Mayor Gaynor used to 
x to Epictetus and send people to 
dictionary to learn the meaning of 
sual words which he employed, but 
yor Hylan never forgets himself. 
nmon language, very common lan- 
ge at times, is good enough for him. 
ten to this: 
il is in-for the fight of his life. You 
tell the people for me that my 
:k is safe, but Dahl’s is not. We'll 
this fellow Dahl in his place.” Even 
/is a mild outburst. 


3 CHASING RAINBOWS 


he Mayor still sees red, however. 
accepts full responsibility, for 
ance, “for checking the rapacious 
emes of the B.-M. T., which Mr. 
il tries to color with the hues of the 
ibow at the expense of the people.” 
nbow chasers always see red. It 
ne of the primary colors of the solar 
etrum. To the Mayor the most 
nt rainbow was the Governorship. 
9eeves the Mayor to see Mr. Dahl 
1g full page space in the dailies 
sely presenting actual conditions” 
breaking into print “at the expense 


the people.” The Mayor’s people, 
course; not Mr. Dahl’s. To the 
yor Mr. Dahl “is easily the most 


spicuous disciple of brazen ef- 
ery.” So the Mayor advises City 


+ 
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“This fellow Jerry - 
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Transit Commissioner Delaney to 
ignore attacks of Mr. Dahl and others 
who seek speedy action on proposed sub- 
way projects. As for Mr. Delaney, he 
‘fs in his workroom, too busy on sub- 
way plans to dignify the attack with 
any response. He has indicated that 
he does not intend to make a reply.” 

The advertisement in question, it 
should be explained, contrasted the 
attitude of John H. Delaney as Transit 
Construction Commissioner under Gov- 
ernor Smith in 1920 with that of Mr. 
Delaney, now chairman of the Board 
of Transportation of the City, ap- 
pointed to that office on Jan. 1, 1924, 
by the Mayor. “Which will it be, De- 
laney and Dig or Delaney and Delay?” 
asks Mr. Dahl in a smash’ advertise- 
ment ‘of a whole page emboldened by 
big type, a map that anybody could 
ur.derstand and not too much type and 
that easily readable. In conclusion 
Mr. Dahl says boldly over his own 
name: 

“Delaney and dig is a real construc- 
tive policy. Support it! 

“Delaney and delay is a Hylan policy. 
Defeat it!” 

As previously indicated, the Mayor 
has said that he assumes full respon- 
sibility. If Mr. Dahl shirks responsibil- 
ity there has been no recent outward 
evidence of it. The courage isn’t all 
one side. No, indeed! For instance, if 
further proof were needed Mr. Dahl 
announces that he will put some of 
his ten new buses in free operation 
over routes in territory now sorely in 
need of transportation service. And 
he did it. He did it last Tuesday. It 
was a day of violent storm. 


SAMPLE Bus SERVICE RUNS FREE 


It is “a sample service so as to 
let the people see our buses and form 
their own judgment, independent of 
the Mayor, as to whether they like the 
buses.” At the end of the week the 
buses will be run in free service over 
other routes. This will afford a study 
in contrasts between the Mayor’s 
buses and Mr. Dahl’s, but Mr. Dahl 
isn’t worried about that. Mark you, 
the service is all free. The company 
has applied for the right to run buses 
on three routes, and it has stated that 
it is ready. to lay out a comprehensive 
system of routes supplemental to its 
existing transit and surface system. 

As soon as the Mayor heard about 
the experimental system he wrote 
another letter. It was addressed to 
Police Commissioner Enright. Some- 
times the wish is father to the 
thought. The B.-M. T. didn’t intend 
to operate over routes on which others 
are running, but the Mayor didn’t wait 
to find that out. To Commissioner 
Enright he said: “Any attempt by the 
B.-M. T., under cover of a so-called 
free bus system, to drive out of busi- 
ness little, independent bus operators 
on routes laid out and approved by the 
city should be stopped at once by sum- 
mary police action.” Mind you, it is 
the same man speaking who is working 
for municipal rapid transit “and who 
has a $25,000,000 municipal bus plan 
of his own to compete with existing 
lines. Naturally Mr. Dahl is “glad 
to have the Mayor supporting so stren- 
uously the principle that duplication of 
transit service should not only be 
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avoided but should be prohibited, and 
that the support of the courts should be 
invoked to prevent that duplication of 
service. That principle applies, of 
course, not only to bus service but to 
surface line and rapid transit service. 
We congratulate Mayor Hylan on tak- 
ing such a sound stand, and we hope he 
will adhere to it in the future.” 

A bus, of course, is a very elusive 
thing. No definite instructions were 
given by the Mayor to the commissioner 
as to how to proceed, except. to take 
“summary police action.” In times 
past many culprits have successfully 
eluded the New York City police, but as 
the local force boasts a number of ex- 
cowboys practiced in roping steers, the 
first thought of the Mayor may have 
been for them to lasso a bus by the 
front wheels as it dashed over the city’s 
neglected pavements, intent upon escap- 
ing to the nearest garage and hiding 
itself away. So far New Yorkers have 
been spared the sight of a pair of the 
Dolly Sisters, as the police are known 
who ride around day and night in Fords 
supplied by the department, rope in 
hand, careening through the streets in 
hot pursuit of a fugitive bus. The first 
attempt to catch a bus turned out 
differently. A. mounted cop in the 
suburbs ambushed two of the vehicles 
said to be operating in contravention 
of the competitive part of the Mayor’s 
order and served two drivers with sum- 
monses to appear in court in Jamaica. 
The time was 9 p.m. There has been no 
need for the Mayor to carry out his 
threat “to stop them running even if 
it takes every cop in the city.” 

Incidentally it might be mentioned 
that the Mayor has charged that Mr. 
Dahl made a trip to French Lick in 
order to reach him. Just why Mr. 
Dahl should go to French Lick to 
reach the Mayor when he appears to be 
doing it so well right at home is not 
quite plain. An old axiom of prize 
fighters who desire to score a quick 
knockout is: “Get your man mad.” 
Mr. Dahl has said publicly: “The 
Mayor is a bit excited.” This isn’t 
boasting on Mr. Dahl’s part. The pre- 
ponderance of evidence is all on his 


side. As the judge often explains to 
the jurors: “Reasonable doubt is the 
doubt of a reasonable man.” The 


verdict of the public and the papers 
regarding the case, so far as the Mayor 
is concerned, is: “Guilty!” There can 
be no doubt about the reasonableness 
of that. 


Agrees to Allow Deferment 
of Improvement 


The Council of Sacramento, Cal., will 
allow the Central California Traction 
Company further time in which to 
relocate its tracks and pave between 
them on Stockton Boulevard. 

In August, 1923, City Engineer 
Albert Givan notified the company to 
relocate its tracks and do the paving 
so that work could start on the im- 
provement of Stockton Boulevard, one 
of the main entrances to the city. 
Officials of the railway declared it 
would be impossible to do the work at 
this time, because of financial diffi- 
culties, but they agreed to place the 
tracks in the center and to install tem- 
porary paving after Jan. 1. 
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News Notes 


New Franchise Before Voters.—A 
new railway franchise for the Northern 
Ohio Traction & Light Company will 
be up for a vote at the election in 
Akron, Ohio, in November. Books of 
the company are now being audited to 
determine the basis upon which the new 
franchise will be written. This is in 
accordance with the terms of the agree- 
ment under which the car-bus dispute 
was settled, as noted in the ELECTRIC 
RAILWAY JOURNAL for March 1, p. 330. 


Buses in Flint.—It is reported that 
the City Council of Flint, Mich., has 
ratified an agreement with the Detroit 
United Railway whereby it will be 
allowed to operate buses over streets in 
conjunction with its electric railway 
services. An ordinance provides that 
buses shall be in operation within 30 
days. The fare is to be 10 cents, or 
four for a quarter, with free transfers 
to trolley lines. 


Benefit Association Formed.—The 
employees and department heads of 
the Dallas Railway, Dallas, Tex., have 
formed an Employees’ Mutual Benefit 
Association. Formerly, it was cus- 
tomary to take up collections to assist 
those who were in need, but under the 
proposed plan members will receive 
free medical and surgical attention; 
indemnity will be provided for time 
lost through sickness or accident and 
medicines will be furnished at cost. 
Under the insurance feature, each 
member will receive a $500 life insur- 
ance policy. Membership in the asso- 
ciation will be voluntary, but fewer 
than forty eligible employees out of 
more than 800 indicated their unwill- 
ingness to become members. 


More Transfer Privileges in Pitts- 
burgh.— The Pittsburgh Railways, 
Pittsburgh, Pa., recently announced the 
granting of additional transfer privi- 
leges on virtually all divisions of the 
system. Practically every route in the 
city is affected by the schedule. The 
installation of the general transfer sys- 
tem, which gave Pittsburgh riders the 
advantage of riding from one end of 
the city to the other for 84 cents, was 
referred to in the ELECTRIC RAILWAY 
JOURNAL, issue of July 5, 1924. 


: Operating Buses in Natick and Lex- 
ington. — The Middlesex & Boston 
Street Railway, Newtonville, Mass., has 
received its bus license in Natick and 
has put four buses in service in that 
section. In Lexington the company has 
also received a license to operate and 
six buses are to be utilized in this 
operation. Some of these are already 
running and men are being broken in 
to operate the remainder. 


Railway Officers Fill Bus Positions.— 
The organization meeting of the newly 
incorporated Binghamton Auto Bus 
Lines, Inc., Binghamton, N. Y., was held 
on Aug. 19 and executives of the Bing- 
hamton Railway were elected to the 
bus company as follows: President, 
Frank L. Fuller; vice-president, R. W. 
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Day, Scranton; treasurer, Elmer M. 
White; secretary, William H. Hecox; 
assistant secretary and assistant treas- 
urer, H. I. Jackson. These men fill the 
same offices in the Binghamton Rail- 
way. The meeting adopted a resolution 
to establish a line of buses on the south 
side of Johnson City which will include 
Riverside Drive and Grand Avenue. 
The company intends to commence bus 
service on Sept. 1 with two Mack buses. 


Wages Advanced.—A new wage scale 
will become effective Oct. 1, under 
which trainmen of the Dallas Railway, 
Dallas, Tex., in the first year of em- 
ployment will receive 45 cents an hour. 
The wages for the second year will be 
48 cents an hour and for the third 
year and thereafter 50 cents an hour. 
In each classification the operators of 
one-man cars will receive 4 cents an 
hour in addition to the regular wage. In 
the old. scale provision was made for 
two classifications, first year employees 
who received 42 cents an hour and those 
in second and subsequent years who 
received 46 cents an hour. It also pro- 
vided for 4 cents an hour additional 
to one-man car operators. 


New Transfer System in Force.— 
The Jacksonville Traction Company, 
Jacksonville, Fla., started a new trans- 
fer system on Aug. 1. In the new 
transfers the necessity of the trainman 
punching destination and time on slips 
is eliminated. The name of the line 
from which the transfer is issued and 
the transfer points at which it is good 
for passage on another line are given 
at one end, while the time units are 
at the other. Transfers used during 
the morning hours will be good until 
noon. They will be of rose color. The 
evening transfers will be light blue. 
The date will be designated by a letter 
of the alphabet printed in bright red 
and changed every day. It is believed 
that considerable time will be saved 
both for the passenger and the train- 
men in the use of the new system. 


Will Try Weekly Pass.—The Hagers- 
town & Frederick Railway, Hagers- 
town, Md., will experiment with the 
unlimited weekly pass system at Fred- 
erick. If the pass proves successful 
the company plans to introduce it at 
other points on the line, including 
Hagerstown. The pass will be sold for 
85 cents. The schedule was filed with 
the Public Service Commission for ap- 
proval. 


Fare Ordered Cut.—In accordance 
with complaints filed by the city of 
San Bernardino, the California Rail- 
road Commission recently ordered fares 
on the Pacific Electric Railway, be- 
tween San Bernardino and Colton re- 
duced from 9 cents to 6 cents. . Refer- 
ence to the petition of the city and the 
conclusion of the hearing were made in 
ELECTRIC RAILWAY JOURNAL of Aug. 
16, 1924. 


Trying Out Lower Fare.—The East- 
ern Massachusetts Street Railway, 
Boston, Mass., is trying out on its 
Taunton division an experiment of 
twenty rides for $1<for a period of 
sixty days. The plan is to determine 
if lower fares will produce more reve- 
nue through inducing a greater vol- 
ume of business. 


( 


Vol. 64, ve 


#3. 


Subway Actually Started.—Cons 
tion on the Broad Street subway, | 
delphia, Pa., was started on Aug. 
when Mayor Kendrick took the 
and shovel and started the excavat 
City officials, officials of the Phila 
phia Rapid Transit Company, and maz 
citizens were on hand to witness # 
first step in the $42,000,000 proje 
which has been under consideration f 
practically nine years. The first expe 
diture on this high-speed system 
$14,000,000 which is the contract pri 
for the construction of the first sectio 
The many incidents in the promulga 
ing of this plan have been referr 
to before in the ELEcTRIC RAILW, 
JOURNAL, 


Wages Lowered.—The Court of I 
dustrial Relations of Kansas recent 
issued an order cutting the wages 
employees of the Arkansas Valley I 
terurban Company, Wichita, Kan., 
cents an hour. This is understood not 
have been all that the company hi: 
hoped. After the employees and ma 
agement had been unable to agr 
unon a wage schedule, the cou 
was appealed to by officials of the cor 
pany. The former wages for the trai 
men ran from 40 to 50 cents an hot 
In its opinion the court points out 
plea of poor financial return by a co 
poration is not sufficient cause for t 
lowering of the wages of its employe 
to a point that would put them bel 
a-fair living wage. 


Paving Suit Transferred to Feder 
Court.—The suit to compel the Seatt 
& Rainier Valley Railway, Seatt 
Wash., to pave between its tracks | 
Dearborn Street and on _ Raini 
Avenue inside the city limits has be 
transferred by Superior Judge Mitch 
Gilliam to the federal court, despite t 
opposition of the four Rainier Vall 
residents who brought suit against t 
company. Walter M. Brown, manag 
of the traction company, has made | 
affidavit that the paving would ec 
the company about $1,000,000. 


' Bus Line Permit in Syracuse Grant 
—The Public Service Commissi 
granted a certificate on Aug. 26 to t 
Syracuse Railways Co-ordinated B 
Lines, Inc., to operate a bus line fre 
East Genesee and Warren Streets, Syt 
cuse, N. Y., through Warren, James 2 
Shotwell Park, returning by way 
James, State, North State and 
Genesee Streets. The bus line is” 
be operated under the provisions ¢0 
tained in a license certificate 
by the city of Syracuse on A 
The fare will be 7 cents. Transi 
are to be given to and from the t 
lines and the company is directed 
file a liability bond as required by 
State Commissioner of Motor Vehic 


Line Sought From Manteca to Stoc 
ton.—The, Chamber of Commerce 
Manteca, Cal., is anxious to se 
line between Manteca and Sto 
That organization recently called 
officials of the Tidewater-Sout 
Railway to divulge the project to # 
The Tidewater-Southern Railway op 
ates a line of which only 2 miles 4 
in paved streets. Their reply was t 
the operating expense of such a } 
posed railway, would be much gr 
than the warranted business. 


¥ 
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Foreign 


News 


.. C. C. Committee Favors 
Tramways 


fter - Review, Says Tramways Are 
Most Suitable for Street Passen- 
ger Transportation 


Relative costs and efficiency of tram- 
urs, trolley buses and petrol buses 
as the subject of a report recently 
resented to the highways committee 
f London County Council. The object 
as to determine whether or not it 
ould be advisable to develop the 
ounty Council’s tramway undertaking 
y means of railless electric cars and 
etrol buses instead of tramways. 
The committee reported a loss on 
olley bus operation in Bradford and 
eeds, after interest and redemption of 
ock were met. Birmingham decided 
) install trackless cars in place of a 
ngle track tramway with loops run- 
ing through narrow streets where it 
as impossible to widen the streets, 
though the city was already operating 
fleet of buses. 
The operating costs per car mile of 
ie three systems were: Tramway, 
4.824d (12 months); petrol buses, 
5.407d (12 months); trolley buses, 
2.648d (4 months). Included in the lat- 
x the figure of 1.209d per car mile for 
spairs and maintenance was very low 
s it covered the first four months of 
peration, when these costs are lowest. 
he corresponding figures for repairs 
nd maintenance at Leeds were 5.150d 
er car-mile, and at Bradford, 4.534d 
er car-mile. 
In the case of these three large cities, 
ramways appeared a better commer- 
ial proposition than trolley buses. 
Vith regard to earnings of tramways 
nd buses in provincial towns there was 
or no competition, so that it did 
ot follow that tramways over routes 
overed by bus service would not have 
hown better results. 
A. Baker, manager Birmingham 
ramways, reported that it is expected 
hat trolley buses will be used as ex- 
ensions of existing tramways or in 
ubstitution for a single line tramway 
here traffic is light, particularly when 
aced with reconstruction. He expects 


) use petrol buses in suburban districts” 


d for cross country routes. He em- 
hasized that for the transport of 
arge masses of people expeditiously 
nd cheaply, the tramcar had no com- 
etitor and still held the field. 
Manchester City Council recently ar- 
ived at the conclusion that no other 
ehicle was available that could super- 
the tramcar in its essential merits. 
A. L. C. Fell,, manager London 
jounty Council Tramways, agreed gen- 
rally with the results reached in Bir- 
ingham and Manchester. It was his 
onclusion, therefore, that the tramcar 
fas the most suitable vehicle for street 
assenger transport both from the 
nancial and utilitarian point of view. 
The committee recommended to the 
ouncil consideration of the trolley or 


4 


motor bus as extensions of existing 
tramway service where competition by 
other means of transport did not exist 
but stated that in its opinion there were 
not many cases of extensions by means 
of trolley bus that would provide as 
satisfactory results as extension of the 
tramways, except in cross connections 
where the length of route was sufficient 
to justify operation of an independent 
service of motor or trolley buses. 


P.L.M. Develops Feeder System 
in Dauphiny 


The Paris, Lyons & Mediterranean 
Railway was the first to see the possi- 
bility of working in conjunction with 
the “light railways” and motor bus 
lines. Today almost all of the moun- 
tain touring regions of Dauphiny and 
Savoy are to be reached by transfer 
either to the light railways or the 
motor bus services, which latter have 
this year grown to proportions unfor- 
seen when the services were first put 
into operation just before the war. 

The bus system of this one railway 
alone covers routes of nearly 4,000 km. 
(2,480 miles), running not only from 
Nice on the Riviera to Lake Geneva 
(or more properly Lake Leman, as is 
its geographical name) but in the high 
valleys of the French Alps as well, in 
on instance crossing the second highest 
carriage road in Europe, that of the 
Galibier at an elevation above the sea 
of 2,658 m. (8,750 ft.). Other routes 
are found in the Jura mountains to the 
north, and the Eastern Railway of 
France has inaugurated a similar serv- 
ice between the French slopes of the 
Vosges and those of Alsace, supersed- 
ing the famous electric railway over 
the Col de la Schlute at 1,150 m. 
(3,800 ft.) altitude. 

Circular tickets are issued covering 
the railway, the light railway and the 
motor bus circuits. For the most part, 
in the high altitudes, these services 
stop the last of September. 


Paris Suburbs to Have Direct 
Subway Service 


Extension of Line No. 1 of the 
Metropolitan Underground Railway 
has been approved by the Paris Munici- 
pal Council. This extension will run 
eastward from Vincennes into the 
country, making use of the Chemin de 
Fer de Paris a Vernuil, which leaves 
the Place de la Bastille, where two 
Paris subways have stations, thence 
to Bonneuil on the banks of the Marne, 
a distance of about 8 miles beyond the 
gates of the city. 

Another project in view is the link- 
ing of the Sceaux-Robinson steam line, 
on the left bank of the Marne, with 
suburban subway lines, which will give 
access to the southern suburbs. 

Both projects are of considerable 
magnitude, but there should be little 
difficulty or delay in changing over as 
the rails and right of way already exist. 


' 


British Bus News Summarized 


It has now been definitely resolved 
by Darlington Town Council to substi- 
tute the trackless trolley system for the 
town’s existing tramway undertaking. 
Estimates presented showed that to 
renew the tramways would cost £100,- 
000 while £60,000 more would be re- 
quired for new cars. If, besides the re- 
newal, projected extensions were car- 
ried out, the cost would be £200,000, 
plus £100,000 for new cars. The esti- 
mated cost of substituting the railless 
system, including cars, was £35,000, or 
with the projected extensions £60,000. 
It was stated that the adoption of 
petrol buses would cost about the same 
as the trackless car installation, but 
the Council would only obtain a seven- 
year loan for the petrol buses, while 
for the railless electric cars a loan 
period of 15 years would be allowed. 
It was expected that the trackless cars 
would be run at 3d. per mile cheaper 
than petrol buses. The Council is to 
promote a Bill in Parliament to give 
it the necessary powers. 

Another move in the same direction 
lies in the fact that Nottingham Tram- 
ways Committee has decided to adopt 
the railless system on a route which 
is 23 miles long in substitution for 
existing tramways. The track is on a 
narrow road where there is no prob- 
ability of widening being carried out. 
There will be ten railless cars, to cost 
about £25,000, and each will seat 26 
passengers on the lower deck and 30 on 
the upper. 


Indian Railways May Electrify 


Electrification of some of the lines 
of the South Indian Railway connecting 
Madras City and nearby towns is fore- 
cast in proposals and estimates sub- 
mitted to the Home Board for India. 
It is considered that electric service 
should be extended to Thambaram, 18 
miles from Madras, and from Tham- 
baram to Chingleput, 37 miles off 
Madras Beach. As a preliminary to 
electrification of the lines, the line from 
Madras Beach to Thambaram and then 
to Chingleput must be double-tracked. 


Paris Subway Plans Further Exten- 
sions.—The Paris Transports en Com- 
mun expects to extend the Metropolitan 
Underground Railway with two con- 
necting spurs running to the Place de 
la République from the Hotel de Ville 
and from the Richelieu-Drouot station. 
The company engineers and competent 
municipal and prefectoral authorities 
are studying the question at present 
and work will be begun as soon as the 
project is declared a work of “public 
utility” by the government. 

Another London Tube Extension 
Opened.—The 3-mile extension of the 
London Electric Railway from Hendon 
to Edgware was opened for traffic on 
Aug. 18. This is a surface extension 
in the open country of the Charing 
Cross and Hampstead tube line. Day- 
light color signals were employed on 
the new extension, having proved satis- 
factory on Golder’s Green and Hendon 
Line. Each of the 45 signals used con- 
sists of a powerful electric lamp behind 
an 8-in. lens. The light can be de- 
tected from a distance of 2,000 ft. 
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Hydro-Electric Railways 
Report 


Many Interesting Data Contained in 
Report on Canadian Roads for Year 
Ended Oct. 13, 1923 


The Hydro-Electric Power Commis- 
sion of the Province of Ontario has 
just reported for the year ended Oct. 
31, 1923. The report deals with all 
phases of the operations of the com- 
mission for the year with respect to 
thirteen systems to which are con- 
nected 356 municipalities, including 
107 townships and rural districts, and 
110 industrial companies. The report 
also shows the cumulative financial re- 
sults for the various periods during 
which operation has been maintained. 
The operations of the electric railways 
are covered in one of the sections. 
These roads are divided into the Essex 
District Railways, the Guelph District 
Railways and the Toronto & York Dis- 
trict Railways. The first comprises 
39.77 route miles, the second 8.49 and 
the third 80.06. 

In commenting on the affairs of the 
Essex District Railways the commis- 
sion says that the trackless-trolley line 
on Erie Avenue and Ottawa Street has 
been discontinued and is being replaced 
by a double-track railway line in order 
to take care of this rapidly growing 
section. Incidentally it is mentioned 
that the revenue secured by the track- 
less trolleys was approximately $750 
a month. Since that system has been 
supplanted the revenue has grown to 
approximately $9,500 a month. The 
commission says that the operation of 
one-man cars in the Essex section has 
been satisfactory. For the year ended 
Oct. 31, 1923, the one-man safety cars 
were operated a total of 759,341 car- 
miles, and the accidents amounted to 
26.47 per 100,000 car-miles, the cost of 
which was 0.47 cents per car-mile. The 
single-truck two-man cars were oper- 
ated a total of 355,852 car-miles, and 
notwithstanding the fact that they op- 
erate in a district less congested the 
accidents, per 100,000 car-miles, were 
22.76, the cost of accidents amounting 
to 0.503 cents per car-mile. The track- 
less trolleys, operating 82,053 car- 
miles, were responsible for 17.06 acci- 
dents per 100,000 car-miles, the cost 
being 0.395 cents per car-mile. This 
is also one-man operation. The total 
accidents were 20.59 per 100,000 car- 
miles and the cost was 0.416 cents per 
car-mile.. The year before the com- 
mission took over the Essex lines ap- 


proximately 1,000,000 car-miles were 
operated. This was for 1919. The 
mileage for the year ended Oct. 31, 
1923, was approximately 1,800,000. 


~ 


OPERATING STATISTICS OF THE ESSEX 
DISTRICT AND GUELPH RAILWAYS 
Essex Guelph 


Route-miles: 


City trGuey seomesie = se. otis 15.11 

Cityitrollibuseaneetie e ek." : 5.01 

Amberstburg interurban...... 13.54 

Tecumseh interurban......... 6.11 

Total route-miles. . FE Ae ) 39.77 8.49 

Passenger and freight car-miles i 

operated, wie ser as. 182507 | S00 77 
Passenger and freight car-hours 

Operated [Seeicpe eee a a coreaiiae aa0 37,563 
Average number of sevloy. ees. 28 
Accidents. . ‘ See 80 
Passengers iodarieditrc esc cha. , 12,318, 336 1,521,171 
Percentage of transfer to revenue 

passengers. aes 14.7 14 
Passenger cars operated. bl Seca 55 7 
Passengers carried per route-mile 309,736 156,237 
Passengers carried per car-mile 6.9 4.4 
Passengers carried per car-hour 58.8 37.5 
Average mileage per car operated 32,232 42,931 
Average passengers per car op- , 

orate - a . : 223,968 — 
Average riding (revenue) habit. 137.7 72.1 
Freight tonnage carried......... 19,989 


The net deficit of the Guelph District 
Railways for the year, payable by the 
city of Guelph, was $12,982, as com- 
pared with $22,911, for the previous 
year, notwithstanding the fact that the 
interest charges increased on account 
of the additional capital expended. In 
addition $1,264 was set aside as a pro- 
vision for unredeemed tickets. The 
value of one of the carhouses, amount- 
ing to approximately $600, was written 
off capital, the carhouse having been 
destroyed by a wind-storm. In addi- 
tion $256.30 was written off the valua- 
tion and other expenses in connection 
with the purchase of the line by the 
commission. The accidents on the line 
were 80 in number, most of them of 
a mniimor character. 

The rehabilitation ‘of the Guelph Dis- 
trict Railways was completed during 
the year, with the exception of a por- 
tion of the track on the York road line 
from Carden Street to Waterloo Street 
through the Canadian National subway, 
and the line is now operating with very 
few delays and is giving a regular 
service. The monthly car-mileage has 
increased from approximately 14,000 to 
27,600 car-miles. The one-man car oper~ 
ation has proved very successful -and 
has decreased the cost of operation. The 
operating expenses have decreased, 
notwithstanding the fact that there has 
been a very heavy increase in car- 
mileage. The industrial conditions in 
Guelph have been such, for the past 
year, that the revenue shows a very 


COMPARATIVE FIGURES SHOWING GROWTH OF THE ESSEX DISTRICT RAILWAYS 


Percentage Percentage 
to) of 

ES OLS Ret SEPIA RS Neca ol yA het 1921-21 1921-22 1920-21 1922-23 1920-21 
Passenger earnings. OF} eh ape o85 hee $526,982 107.8 $625,601 128.1 
Freight earnings. . ee OA 883 19,470 197.0 50,570 511.6 
Miscellaneous earnings......»...... 7 757 10,339 [3a3eZ : 12,244 157.8 

Grogsearnings:. sok ccn wesc. le $505,826 $556,792 110.1 | $688;416 136.5 
Operating expenses................ 426,604 436,910 102.4 500,202 Le7o2 

$119,881 151.3 $188,214 23775 


iNeticarnanes=. aes yee. 3 E $79,222 


slight increase. The closing of é 


“summer term of the Agricultural C 


lege, and the absence of excursio: 
from various points in Ontario durir 
the summer months helped to decrea: 
the revenue. 

When the commission prepared i 
first report on the Guelph Street Ra 
way, some four years ago, there was 
scarcity of rolling stock and the secon 
hand value of cars was at a pea 
There were delays in transferring ft! 
railway to the commission ahd st 
further delay on the part of the man 
facturing companies in filling the cor 
mission’s order for the new safety ca 
After the new cars were delive 
was found that there was practical 
no market for the old double-truc 
cars. They were carefully gone oy 
and the commission is now transferrir 
this equipment to one of its other lin 
where the bodies will be rehabilitat 
and new trucks, motors, etc., supplied 

The Toronto & York Radial Rai 
way has been operated by the cor 
mission since Nov. 1, 1922. It is e 
plained by the commission in connectic 
with the presentation of the opera 
statement that it is not possible to 
sent ‘comparative results for previ 
years because the records which hav 
been kept in the past included # 
revenue and the mileage of the loc 
service which was operated in conne 
tion with the Metropol‘tan  divisic 


= 
& a 


OPERATING STATISTICS OF THE TORONT 
& YORK RADIAL RAILWAYS FOR 1923 


Route miles—1923 Mile: 
Metropolitan and Schomberg and Aurora _ / 


divisionix.<'.... s) cust 3.1 
Scarboro division’... , . .). ean 3 
Mimico division./..:.. = J.) 5. 8.6 

Total... is... 94l ire 80.0 


Passenger car-miles operated 
Metropolitan and Schomberg and Aurora 
Giyision. +. .5.2...5)/¢alen ieee 


Passengers carried per car-mile 
Metropolitan and Schomberg and Aurora 


RVASION... 3, OL eo, «2 z 
Scarborodivision.......\. ns ee ip 
Mimico division, <)..... 2.00) an (ie 

Freaght tonnage carried 
Total freight, tons:.:4)../o: «54. 1 6 
Freight tonnage per car-mile, tons......... 9 
Freight revenue per car-mile.............. 
Freight revenue per route-mile............ $2,735. 
Freight revenue per ton......,.........-+. S| 


- —— 


from Farnham Avenue to what 
then known as Stop 26 and is now 
new terminal for the interurban li 
The operation of the system for 
year ending Oct. 31, 1923, shows a1 
deficit of $204,505. This is accoun 
for by the loss of the revenue fo 
received from the local line operai 
and the inability to decrease the ope 
ing expenses in the same ratio. 
discontinuance of the local service oc 
sioned a loss of 6 cents per passe 
being the amount of reduction in int. 
urban fare which became effective 
the»change of terminal location w 
shortened the interurban journey. 
gross revenue also shows a redu 
on account. of the transfer of f 
revenue received from the sale 


7. 
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TATEMENT OF EARNINGS AND EXPENDITURES OF THE TORONTO & YORK RADIAL 
RAILWAY FOR YEAR ENDED OCT. 31, 1923 


Metro- 

Receipts politan  Scarboro Mimico Total 
ae SBI ote $356,822 $85,749 $207,898 $650,469 
ae i (pone chu BOS Sie) Oe ee : P42), COS stash 172,608 
tentais of property, including amount charged Niagara 

system for use of poles.........----. sss eee eee teers 11,206 1,015 40 12,262 
US SS coc BRO dae eae ea 6,787 1,511 469 8,768 

$547,424 $88,276 208,407 844,108 
Jet deficit (or surplus) for year after payment of interest on 

the bonds issued by the commission to cover its investment 

in the railways, but before making provision for renewal 

MEME GIDINCNG (02 cw ct ce ee ee 184,067 28,300 (17,116) 195,252 

$731,492 $116,577 $191,291 $1,039,360 

Expenditures 
Pransportation expenses............ 2s cee eee eee ees 173,124 39,806 85,120 298,051 
Viaintenance—way and structures..............606 seen 106,906 14,614 14,891 136,411 
mbenanice—CQUIDPMeNE,. 2. eee 75,280 11,452 17,218 103,951 
MOWED COSUS.. 6.6 ae ee! 2 ys By SLA RS LCS 115,963 18,409 29,881 164,254 
Feneral operating and management expenses.............--. 43,246 5,131 8,248 56,626 
Proportion of the administrative and accounting expenses of 

the eommission chargeable to the operation of the railways 31,208 4,172 6,788 42,168 
I Re eee ae 13,193 930 1,278 15,402 
pemramce Ciro and liability)... .... 2.1.6.8 eee eee 24,278 4,478 8,901 37,658 
Written off valuation and other expenses re purchase by 

Hydro-Electric Power Commission.......-...-....-..5-- 3,831 494 574 4,900 

Motal operating EXPeNSes:.... 2... ee ee 587,033 99,489 172,902 859,324 
Interest: On bonds $2,375,000 issued by the Hydro-Electric 

Power Commission to cover the purchase price of the 

oy ks oe an eee 112,500 14,400 15,560 142,500 
STERIC TINGRLESE ole ec geri fects ohe eee ete nee 31,958 2,687 2,789 37,435 

$731,492 $116,577 $191,291 $1,039,360 


power from the railway revenue ac- 
count to that of the power department. 

After a careful investigation the com- 
mission recommended a further capital 
expenditure of approximately $2,000,000 
for the rehabilitation of the line and 
the purchase of new equipment. When 
these changes have been completed it is 
believed that these railways can be put 
on an operating basis that will take 
care of all necessary charges and per- 
mit a certain amount to be set aside 
for depreciation. 


Toledo Still Going Behind 


Operations of the Community Trac- 
tion Company, Toledo, Ohio, for July 
showed a deficit of $56,033. This was 
after crediting the stabilizing fund with 
$22,074 power refund. Interest brought 
the stabilizing fund to a deficit of 
$30,431. 

Gross revenue for the month was 
$276,549, compared with $314,330 for 
the corresponding month last year. A 
total of 3,937,039 revenue passengers 
was carried during the month, for a 
daily average of 127,000. In February 
the daily average was 182,092 revenue 
passengers. There are about 14,000 
‘men at work in fifty-one plants in the 
city compared with 29,000 at work 
about a year ago. 

Operating costs were $240,551. This 
is a cut of $20,560 from July last year. 
This year there is included an addi- 
tional charge of $15,000 for extraor- 
dinary maintenance. The number of 
car miles operated in July this year 
was 595,850, compared with 669,950 in 
July a year ago. 

Bus operation produced a revenue of 
$1,413 at an expense of $3,179. The 
Monroe-Central feeder line was dis- 
continued after the month’s trial. 

With an additional purchase of $126,- 
000 of Community Traction Company 
bonds from sinking fund the city will 
hold $722,000 of the common ‘stock of 
the company. Interest on the retired 
bonds provides a monthly credit of 
$3,610 to the sinking fund. 

_ Payment of dividends on the preferred 
stock of the Community Traction Com- 


pany has been suspended by the com- 
pany, but minority stockholders in 
Toledo are being paid by Henry L. 
Doherty & Company, to whom the divi- 
dends are being assigned. 

Bond interest was paid by borrowing 


about $37,000 from Henry L. Doherty 


& Company on a demand note. 


Car Trust Terms for Trenton 
Approved 


Approval has been granted by the 
Board of Public Utility Comm‘ssioners 
to the car trust agreement entered into 
on July 8 by the Trenton & Mercer 
County Traction Corporation, Trenton, 
N..J., and the J. G. Brill Company. In 
the same action the board authorized 
the railway to issue ten serial notes 
ageregating $304,943. Of this amount 
$234,122 is listed as the principal and 
$70,821.85 as the interest thereon. The 
application of the railway to the com- 
mission was the outgrowth of the cor- 
poration’s plan to add twenty new cars 
to. the service—an improvement already 
approved by the commissioners. 


Streator Abandons Railway 
Service 


The Illinois Commerce Commission 
has issued an official order authorizing 
discontinuance of railway service in 
Streator, Ill., by the Illinois Light & 
Traction Company. The date for the 
abandonment was fixed at Nov. 1. The 
company has agreed to tear up its 
tracks and replace the pavement. In 
announcing its finding the commission 
states that the company had been oper- 
ating at a loss for many years and 
that neither a change in the operating 
schedule nor rate of fare would insure 
a profit. It held that the company 
could not be expected to continue oper- 
ation at a monthly loss, especially when 
a substitute service by bus was prom- 
ised the moment the trolley ceased to 
operate. x 

It seems that the Streator Yellow 
Bus Company has been authorized by 
the commission to operate buses upon 


all lines desired by the City Council and 
subject to the latter’s rules and regula- 
tions. The bus company is already 
operating in Streator, but not in com- 
petition with the railway. It promises 
to add new buses so as to take care of 
all sections of the city as outlined by 
the Council. 


The city of Streator has a population 


‘of only 16,000. The railway there oper- 


ates only 6 miles of line, of which 4.5 
miles are in city streets. 


Wants to Buy Trolley Equipment.— 

Fred Wilmoth, Seri ondeue of the 
Meyersdale Light, Heat & Power Com- 
pany, recently submitted an offer to the 
stockholders of the Pennsylvania & 
Maryland Street Railway, Elk Lick, Pa., 
whereby his company would purchase 
the trolley line and equipment. Mr. 
Wilmoth intimated that if his offer is 
accepted his company would continue 
to operate the line for general freight 
and passenger service. The power 
house at Boynton, near Salisbury, 
would be abandoned and the power 
secured from the Meyersdale plant, 
thus making cheaper operation pos- 
sible. 
_ Loss in Six Months’ Period.—Accord- 
ing to the semi-annual statement of 
the United Traction Company, Albany, 
N. Y., the company operated at a def- 
icit for the first six months of 1924, 
although the number of passengers 
carried increased 13,415 over the num- 
ber carried in the similar period of 
1923 and despite decreases in operating 
costs. The loss was attributed to de- 
creased income caused by loss of power 
sales and a decrease in passenger traf- 
fie for the second quarter. The revenue 
amounted to $1,670,367, a decrease of 
$32,396 over last year. Operating ex- 
penses were $1,353,345, compared with 
$1,410,342 last year. This saving, it 
was said, was offset by the taxes and 
loss of power sales. Net loss from 
operation during the six months 
amounted to $75,000, compared with 
$42,704 a year ago. 

Co-operative Dividend Depends on 
Fare Increase.—In a statement accom- 
panying the latest financial report of 
the Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., issued at a re- 
cent monthly meeting of the board of 
directors, it was brought out that as 
operating revenues have failed to main- 
tain the usual rate of growth the pay- 
ment of a large part of the co-operative 
wage dividend this year would depend 
on an increase in fare. Operating reve- 
nue for 1924 would appear now to be 
more than $2,000,000 less for the year 
than was anticipated. The petition of 
the company for an increase in its fares 
has been referred to previously in these 
columns. City Solicitor Gaffney seni 
to the Public Service Commission on 
Aug. 18 two additional complaints sup- 
plementing the protest recently filed 
by the city against the company’s ap- 
plication for permission to increase its 
fare rate. 


Operating Revenues Increase.—Dur- 
ing the first month of operation under 
a 20 per cent increase in straight fares 
granted by the Maryland Public Serv- 
ice Commission the Washington, Balti- 
more & Annapolis Electric Railroad, 
Baltimore, Md., showed an increase in 


E 


LECTRIC RAILWAY JOURNAL 


railway operating revenues from $218,- 
031 in July, 1923, to $223,117 in July, 
1924. Operating expenses increased 
from $143,720 to $151,758 in July of the 
present year. The net income also 
showed a falling off, being $33,463 in 
July, 1928, and $31,464 in July, 1924. 

Prior Lien Stock Offered.—Pynchon 
& Company, New York, N. Y., are offer- 
ing at $97 per share and accrued divi- 
dend to yield about 17.22 per cent 
10,000 shares of the Middle West Utili- 
ties Company 7 per cent prior lien 
stock. The company, with headquarters 
in Chicago, operates eighteen electric 
railway lines through its subsidiaries. 

Preference Stock Offered.—A syndi- 
cate headed by A. B. Leach & Co., Inc., 
is offering at $98, to yield more than 
7.50 per cent, 32,500 shares of prior 
preference stock of the Virginian Power 
Company. The’ stock is known as 
series A. Through its subsidiaries the 
company furnishes the railway and in- 
terurban service to Portsmouth, Ohio, 
and vicinity. 

Surplus Realized for Six Months.— 
For the six months period ended June 
30, 1924, the net income of the Wash- 
ington Railway & Electric Company, 
Washington, D. C., was $544,268, an in- 
erease of $132,946 over the ‘previous 
year. After the payment of dividends 
for the first half of the year the com- 
pany had a surplus of $169,000. 

Railway Service Abandoned. — Bus 
service between Rocky Grove and 
Franklin, Pa., is to be started in the 
near future by the Citizens Traction 
Company, Oil City, Pa. Railway service 
will be abandoned. The company re- 
serves the right, however, to restore 
railway service if bus service does not 
prove satisfactory. 

Additional Issue of Tide Water 
Bonds.—An additional issue of $1,070,- 
500 Tide Water Power Company first 
lien and refunding mortgage gold 
bonds, Series A, sinking fund 6 per 
cent, is offered at 97%, to yield in excess 
of 6.20 per cent, by Hemphill, Noyes & 
Company, Stroud & Company, Coffin & 
Burr, Inc., and Otis & Company, New 
York. The bonds are due on Oct. 1, 
1942. The company. furnishes electric 
light and power, gas and electric rail- 
way service in Wilmington, N. C., and 
nearby territory. 

Receipts Show Decrease.—For the six 
months period ended June 30, 1924, the 
Boston Elevated Railway, Boston, 
Mass., realized total receipts of $17,- 
612,609, against $17,448,488 for the 
similar period in 1928. The total cost 
of service for this period of the current 
year and last year respectively were 
$17,374,308 and $16,386,354. The ex- 
cess of receipts over the cost of opera- 
tion was $238,301 for the period of Jan- 
uary through June, 1924, against $1,- 
062,135 for the similar six months 
period of last year. The great dispar- 
ity in the excess of receipts between 
the two years is found in the increase 
in maintaining track, cars and also in 
transportation expenses. Revenue pas- 
sengers carried on a 10-cent fare in the 
period of January to June, 1924, num- 
bered 145,077,618, against 145,392,522. 
Revenue passengers carried on a 5-cent 
fare increased from 49,668,497 for the 
six months period of 1923 to 54,096,867 
for the similar period this year. 


July Deficit Lower.—The deficit for 
operation of the United Electric Rail- 
ways, Providence, R. I., during July 
was much less than for preceding 
months. According to the report filed 
with the Public Utilities Commission 
on Aug. 21 the deficit for July was only 
$28,801. This compares favorably with 
the “red ink” balance of $42,794 reported 
for June. The deficit for the seven 
months ended July 31 totals $252,318, 
after interest and taxes. Operating 
revenues for July totaled $676,772, 
compared with $655,962 for June, while 
total operating expenses were $620,025, 
against the June figure of $613,962. 
Net operating revenue jumped to $56,- 
747 for July, up from $41,999 for June. 
Deduction of $86,779 for bond interest 
and taxes resulted in a July deficit of 
$28,801. : 

Gross and Net Earnings in Brazil 
Decrease.—The annual report of Bra- 
zilian Traction, Light & Power Com- 
pany for the year ended Dec. 31, 1923, 
as issued in Toronto, shows gross oper- 
ating earnings of $24,184,761, .a decline 
of $1,321,659, or 5.18 per cent, from the 
figure reached in 1922. Net earnings 
from operation before provision for de- 
preciation were $15,332,329, as_com- 


DeWitt C. Baird, formerly connected 
with the Burke Garage, Inc., New 
Brunswick, N. J., has been appointed 
to supervice the operation of buses for 
the Public Service Transportation Com- 
pany, a subsidiary of the Public Service 
Railway, in the New Brunswick district. 
Mr. Baird has had considerable experi- 
ence in handling traffic, having served 
as district superintendent of the Public 
Service Railway. He was later trans- 
ferred to the Perth Amboy district, but 
resigned his connections with the 
trolley company to enter the bus busi- 
ness with Thomas J. Burke, organizing 
the Burke Garage, Inc. 

R. M. Orser is serving in the capacity 
of cost accountant on the staff of H. H. 
Couzens, vice-president of the Brazilian 
Traction, Light & Power Company’s 
subsidiary companies with headquar- 
ters in Rio de Janeiro. He was formerly 
connected with the firm of Hagenah & 
Erickson of Chicago, which acted for 
the Toronto Railway in the arbitration 
case between the city and the company. 

A. B. Paterson, ranking vice-presi- 
dent with the late A. L. Kempster of 
the New Orleans Public Service, Inc., 
New Orleans, La., operating the elec- 
tric railways there, will for the present 
at least continue also to: discharge the 
duties of the office of general manager, 
the title held by Mr. Kempster, in addi- 
tion to that of vice-president. All dur- 
ing the long illness of Mr. Kempster 
Mr. Paterson acted in his stead. 


George W. Jones, treasurer of the 
Brooklyn City Railroad, was made 
second vice-president and treasurer of 
the company at the last meeting of the 
board of directors. Mr. Jones has been 
treasurer of the company since the 
lines of the Brooklyn City Railroad 


- charges. 


pared with $16,299,229, a decrease 0: 
$966,900, or 5.98 per cent. This ult 
the report states, was due entirely 
the decline in exchange as the earning: 
in Brazilian currency, both gross ank 
net, exceeded those of any preyiou 
year. 


Expects Lower Deficit.—The Tacom: 
Municipal Railway, Tacoma, Wash., i 
expected to show a better balance shee 
in future monthly reports of the line 
by reason of the action of the Cit 
Council in canceling book charge 
against the line for gross earn 
tax, which has never been paid into 
general fund, and directing that here 
after no gross earnings tax be charge 
against the line. The deficit of th 
ear line will be reduced by $389,623 b 
cancellation of past gross earnings ta 
The balance sheet hereafte 
will also show a reduction of curren 
liabilities by $46,480, standing on th 
books as interest due the Emergence 
Fleet Corporation. Both this interes 
charge and a bonded indebtedness o 
$233,000 were wiped out by the settle 
ment of the government loan recently 
The line will hereafter show only $348 
000-as the total amount of bonds out 
standing. : : 


were separated from the rest of th 
old Brooklyn Rapid Transit System i 


1919. Before he joined the Brookly 
City Railroad forces Mr- Jones ha 
been associated with Sanderson & Pot 
ter, New York, for many years. 

Warren Hastings, assistant purchas 
ing agent for the Northern Ohio Trac 
tion & Light Company, Akron, Ohi 
for the past six years, has accepted 
position with the Akron Oil Compan 
as sales manager. 

B. F. Lyons is president of th 
Kewanee & Galva Railway, Kewanet 
Il., which he recently purchased. Mi 
Lyons was formerly vice-president an 
general manager of the Beloit Wate: 
Gas & Electric Company, Beloit, Wi: 
In Mr. Lyons’ efforts to restore thes 
rehabilitated properties connectin 
Galva and Kewanee to a paying has 
he will be assisted by George A. Mil 
as vice-president and general manage) 

W. B. Miser, at one time operatin 
manager and general sales manager ¢ 
the Illinois Traction Company, P 
Ill, operating railway, electric lig! 
and power and gas properties, has r 
cently been made commercial ma 
of-the Emporia division of the Kans 
Electric Power Company. He 
served as branch manager with 1 
Westinghouse Electric & Manuf: 
ing Company. ‘ “J 


Obituary 


Walter B. Lewis, cashier of 
Springfield Traction Company, Spr 
field} Mo., died recently. He en 
the employ of the company about 
years ago as a conductor. He b 
cashier about six years ago. 


a 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


ingland and Holland Are 


tecovering Commercially 


ny Obstacles to Business Prosperity 
still to Be Overcome—Some Good 
Underlying Conditions 


3. J. Mehren, vice-president of the 
Graw-Hill Company, has just re- 
ned from a European trip, during 
ich he attended the Advertising Con- 
ition and Power Conference in Lon- 
1 and visited a number of countries 
the Continent. Below will be found 
me notes by him on business condi- 
ns in England and Holland. 


IGLAND FIvE YEARS AFTER THE PEACE 


The war is only a yesterday with 
itain and the consequences are still 
arp upon her. I do not mean that 
e is discouraged; that word has no 
ace in the British vocabulary, nor has 
2 state of mind it indicates any place 
British consciousness. But the bur- 
ns that weigh her, the obstacles still 
be overcome, are fully appreciated 
d are a stock subject of discussion 
I] all her thinking men. 
To enumerate some of the troubling 
etors: 
1. There is still large unemployment, 
jugh the amount is lessening. 
2. There is marked depression in the 
ngineering trades,” as they are called 
re—shipbuilding, machine tool building 
d the metal fabricating industries gen- 
ally. In construction there are few 
‘ge Projects in hand, though there are a 
w that, after long delay, now seem likely 
be taken in hand. 
3. A new housing bill, that will again 
9 heavily into the national and into local 
vernment treasuries—and increase, ac- 
rdingly, national and local tax burdens— 
before Parliament. 
4. The income tax rate on even small 
comes is 4 shillings 6 pence per pound 
srling, or 22% per cent. The super-taxes 
e very heavy. 
5. The continental problem is acute and 
€ consequent uncertainty, the upset ex- 
anges, the diminished purchasing power 
rtail British export markets. 
6. Finally, the never-ending exchange of 
ews with their continental war allies on 
rman reparations keeps before the Brit- 
1 people constantly the fact that peace, 
Ough declared five years ago, is not yet 
re. There is cessation of military ac- 
yity; there is not that accord which is 
in actuality. x 


That the consciousness of the inter- 
utional element in these difficulties is 
er present with the thinking Brit- 
her was strikingly demonstrated in 
ldresses at the great advertising con- 
ntion held at the British Empire Ex- 
bition last month. Man after man 
nphasized the distressed position of 
urope and expressed the hope that 
it of the international discussions now 
nder way in London, and participated 
| by the United States, there may 
mme that peaceful adjustment for 
hich Europe has been longing since 
ov. 11, 1918. 
In private conversation one gets an 
1 more serious picture of England’s 
ifficulties, for there the talk turns to 
ial conditions. Briefly, the burden 


i 


L 


-Increased in a few cases. 


of these conversations can be reduced 
to just this—that the altruistic prom- 
ises of wartimes and the coddling of 
politicians have taken from the mass of 
British workers a sense of responsi- 
bility for their own welfare and led 
them to expect the government to take 
eare of them. Thrice, indeed, was the 
statement made to me, and in separate 
conversations, that there was a grow- 
ing opinion, fostered by socialist agita- 
tors and politicians, that if the people 
would have the babies the government 
would do all else. Such an attitude, of 
course, leads, and has led, to shiftless- 
ness, inefficiency when at work, failure 
to provide for the rainy day—in a 
word, ail of the economic vices of a de- 
pendent, spineless people. 

Withal, though, it should be re- 
peated that the Englishman is not dis- 
couraged. He has lived through a lot. 
He hopes that he will live through this 
trying period, and that a better day 
will come. 


HOLLAND’S Post-WAR DIFFICULTIES 


The innocent bystander often is hurt. 

So it was with Holland during the war. 
So it is now. Holland, in common with 
the former belligerents, is suffering 
from the effects of the world’s de- 
creased purchasing power. 
_ During the war, it will be recalled, 
Holland suffered severely. She had no 
military participation in the conflict, 
but her economic relations with all the 
world were disrupted. Her food supply 
was diminished and strict rationing 
was necessary. So she shared the war 
hardships. 

After the war her course, econom- 
ically, followed that of the other na- 
tions. She had a period of hectic ac- 
tivity, construed, at the time, as an 
evidence of prosperity. Then came the 
slump—and Holland has not even yet 
fully recovered. 

The Hollanders say that labor condi- 
tions are improving. Wages have come 
down from the peak, efficiency is in- 
creasing, and hours of labor, though 
fixed at 45 per week by law, have been 
The turn 
for the better in the labor attitude 
seems to have come, even though condi- 
tions are far from being as good as 
they were before the war. 


INCREASE IN POPULATION A PROBLEM 


Holland has another large economic 
problem before it. The population is 
increasing quite rapidly, but the coun- 
try has no colonies of its own to attract 
immigrants. Thus far it has been 
mainly agricultural. The lands to be 
made by the Zuyder Zee drainage will 
offer only a small measure of relief to 
a population inclined toward becoming 
an industrial one. Economically, there- 
fore, the problem is pressing and its 
solution is likely to have very impor- 
tant results for that country. Holland 
appreciates this. 


Order Placed for Motors for 
Staten Island Electrification 


An order has been placed with the 
General Electric Company for 80 two- 
motor equipments for use on cars in 
the electrification of approximately 17 
miles of double-track passenger line of 
the Staten Island Rapid Transit Com- 
pany and the Staten Island Railway, 
now under way. 

The motor equipments will be in- 
stalled on subway type of steel 
coaches seating 71 passengers. Each 
coach is separately driven with two 
motors of 200 hp., operating at 600 
volts and equipped with G. E. type 
PC-10 control. Current to the trains 
will be supplied through a top con- 
tact third rail. 

The cars are to be manufactured by 
the Standard Steel Car Company. 
They will be similar to those now 
operating in the subways of the 
Brooklyn-Manhattan Transit Corpora- 
tion. 

Details of the cars, the third-rail and 
other features of the installation were 
reviewed in an article in the issue of 
the ELECTRIC RAILWAY JOURNAL for 
May 17, page 776. 


84,424 Square Feet of Space Sold 
for A.E.R.A. Convention 


Practically 200 manufacturers will 
use 84,424 sq.ft. of display space at 
Atlantic City next month for the forty- 
third annual convention of the Amer- 
ican Electric Railway Association. 
About 27 per cent of the space ‘will be 
given over to bus exhibits, but the 
requests for space from manufacturers 
of buses had to be cut more than 6,000 
sq.ft. in order to accommodate all who 
desired to exhibit. 

The arrival of all buses intended to 
be on exhibition is to be scheduled. In 
order to avoid confusion, the association 
has decided that each company shall 
have its bus arrive at Atlantic City 
at a time that will permit it to he 
put into place before the bus next 
nearest the street entrance is permitted 
to go on the Pier. This will eliminate 
accidents, and do away with any pos- 
sible congestion in handling material 
of other exhibitors. It is aimed to 
have all exhibits ready for inspection 
at 2 p.m., Sunday, Oct. 5, at which 
time the exhibit committee will make 
its tour of inspection. 


Metal, Coal and Material Prices 


Metals—New York Aug. 26, 1924 
Copper, electrolytic, cents perlb....,..... 13.313 
Copper wire base, cents perlb............ 15.50 
Mande CONS POP UD. ac ireaieis terete dl «tote lele ara 8.025 
Zine, cents perlb..........0.0ee scene aes 6.212 
Tin, Straits, cents perlb................. 51.875 


Bituminous Coal f.o-b. Mines 
Smokeless mine run, f.o.b. vessel, 


Hampton Roads, grosstons........... $4.15 
Somerset mine run, Boston, net tons...... 2.125 
Pittsburgh mine run, Pittsburgh, net tons. 1.875 
Franklin, Ill., screenings, Chicago, nettons 1.875 
Central, Ill., sereenings, Chicago, net tons = 1.55 
Kansas screenings, Kansas City, nettons. 2.50 


Materials 

Rubber-covered wire, N. Y., No. 14, per 
OOO fe ree RE aS! aieveters areas $6.55 

Weatherproof wirebase,N.Y.,centsperlb. 18. 

Cement, Chicago net prices, without bags. i. 20 


Linseed oi] (5-Ib. lot da LE red We ae $1.05 
White lead, in oil (100-lb. keg), N. Y., 

cents per Ib., carload lote.............. 9.12 
Turpentine (bbl. lots), N. Y., pergal...... 0.90 


et 


Rolling Stock 
Tie sco) baa ed Ue AM ee cee ee 


Worcester Consolidated Street Rail- 
way, Worcester, Mass., has recently 
purchased 10 30-ft. double- truck, pre- 
payment, semi-convertible cars from 
the Osgood-Bradley Car Company. The 
specifications of these cars follow: 


Date order was placed....... Nov. 22, 1923 
Date of delivery....-.--+-+++:: March, 1924 
Seating capacity ....--.+-s rene ecseseee 44 
Weights: 3 
Car DOCY siitisinent. aterene © paayete ela (oe 19,760 lb 
FRTAULCIS 1st nate oreyee es ce) Ccesnene seamen 12,000 Ib 
Hquipment . 2-6 see eee ence 11,180 lb 
Woxesy b peas 5 Oh fecha mee soni Choma tc o 42,940 lb 
Bolster centers, length..........-++- PONG 
Length over all........2-e eee renee aaa 
Truck wheelbase .......+-+-++e+ 4 ft. 6 in 
Wridthoaover all hil. Ms <ceetetel- ores 8 ft. 83° in 
Height, rail to trolley base....11 ft. 7 in. 
ody JE ENE S Cee ieats tec asus tons Me Re pe Semi-steel 
THteErtory CLI eiele ce ele tel seekneiaieliny senate Mahogany 


Headlining 
Roof 


Air Brakes. ‘ 

Armature bearings Pienaar eaO IOI TG, Bea “sieeve 
DTS Doe iclere ciate a Ae e cabeeee ta Hot forged 
BUMIDERS tec Ries eerie Hedley anti-chamber 
Car signal /SySteml. it.» Faraday buzzer 
GAM VINA S rete erential Statuary bronze 
Center and side bearings..........- Plain 
GOMPrESSON Pleo aise eee hee Rs GE, CP-27 
GONtRON 5, slaw atadicie ates misieeenole obebeaete K-35C 
DAW DALS) si ie okeieue tes Metropolitan type 
CSUUTCAATIG | gyadeessecdiareuctn lee meee nme oR Rae None 
Destination signs . . Keystone 


Door operating mechanism: 
Osgood-Bradley 


VAT Ca) OSKCS oo ueedalanalieye tore tarebts mouse International 


Gears: and {DIMlOMSice ote te edeue tl Tool Steel 
Hand brakes, ey .fe\.nr« dogalaned Peacock, staff 
Heater Cqulpmentiss pic imisteee ele sehel oretegeeetel- Gold 
Headlights score cA ES Sarees aha bedetadetee wens Neal 
Journal boxes...... Symington M.C.B. type 


Lightning arresters..General Hlectric MD. 


MOCO 2.0 aap. Four GE- 2003, outside hung 
Power saving device. io... es vols a Arthur 
REPASCERS Mea eiancistlens siuisue hes ats ae International 
Safety: £ Gvices Vamsi wie skos atertslets « Standard 
SAWGEns: (oa Ane ees oe coolteatete Murphy 


Sash fixtures: 
National No. 102 Lock and two Howard 
compression rolls. 
SIOALS ss hears mus enecpai Osgood-Bradley, slat 
Slacks adjuscer ik seiowe. houses Turnbuckles 
Spring... 24 Double full elliptical and coil 
SSheces VU ceo Cn Se gee ame NAAN UR Kass 
Tack SGYADETS): 5h. c:sssch vw oes Air operated 
Mrolley: cateherss v.63. hces Wilson No. 2-C 


TRH STAIROSTACS sh ter aise? o Ola snk ete he ea Utility 
Trolley DaS6 5 wf. se200c classmate Meee U.S. 13 
Trolley wheels. t.o. ass. 44-in. diameter 
ADOC 5 ys ar als ee Lae Standard O-50 
Ventilators. .....8 Osgood-Bradley exhaust 
VVRGeIS' ! Aa: ccwhncdmoe eh eee erent 33-in. steel 


Sain REISER RRIIEEEEaEEEEEemEmEememee eee eee 


Track and Line 


Omaha & Council Bluffs Street Rail- 
way, Council Bluffs, Iowa, has begun 
the work of tearing out the old paving 
from between the tracks on Pierce 
Street and is replacing rails with 
heavier steel. 


Dallas Railway, Dallas, Texas will 
start work Sept. 1 on the Ervay Street 
line extension decided on nearly a year 
ago by the city and the railway 
company. 

San Diego Electric Railway, San 
Diego, Cal. will construct a connecting 
link between the dock terminals of the 
city and the lines of the San Diego'& 
Arizona Railway. This will serve as 
the first unit of a municipal harbor 
belt line. The line will be a standard 
gage line running from Atlantic and 
Market Streets, over Belt Street on the 
tidelands to the foot of G Street. It 
will be approximately three blocks long. 
It will be financed by the San Diego 
Electric Railway, but it eventually 
will be taken over by the city.. The 
plans for the line contemplate including 
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it later in a belt line system which 
eventually will feed the entire indus- 
trial and shipping enterprises of the 
city. For the time being it will be 
used for the handling of cargoes and 
for the distribution of the cargoes 
through the city. 


Capital Traction Company, Washing- 
ten, D. C., is putting in new track on 
Fifteenth Street for a stretch of two 
blocks at a cost of $25,000. The com- 
pany has just completed the paving 
work on Connecticut Avenue. The work 
accomplished extended for a distance 
of 10,000 ft. and cost altogether about 
$172,500. It included paving with con- 
crete in the tracks, between them and 
for 2 ft. outside the outside rails. In 
addition new ties, spikes and bonds 
were put in. The concreting alone cost 
about $85,000. 


Los Angeles Railway, Los Angeles, 
Cal., will soon start reconstructing its 
track on Griffin Avenue with 116-lb. 
rail. Track reconstruction on Second 
Avenue has been completed. 


Power Houses, Shops and 
Buildings~ 


Cincinnati, Georgetown & Ports- 
mouth Railroad, Cincinnati, Ohio, has 
awarded a contract for the erection of 
a car shop on the south side of Dumont 
Avenue, Cincinnati. The building will 
be constructed of brick and reinforced 
concrete and will be utilized for the 
repair of cars. 


Elmira Water, Light & Railroad 
Company, Elmira, N. Y., plans to build 
a power house and transformer station 
on First Street and Railroad Avenue, 
Elmira, at a cost of $40,000. 


Hartford & Springfield Street Rail- 
way, Warehouse Point, Conn., is nego- 
tiating for a central location for a 
railway and bus terminal. Search by 
Manager Hambleton for a suitable ter- 
minals has led Thomas H. Benton, 
supervisor of public motor transporta- 
tion in Springfield, to stir the issue 
of a municipal motor bus terminal with 
a waiting station for various lines 
entering the city. 


Trade Notes 


Industrial Works announces the 
opening of a new district office at 455 
Monadnock Building, San Francisco. 
Cal., in charge of J. M. McGuire, dis- 
trict sales manager. 


Albert Swartz is representing the 


‘Arcco Anti-Rail-Creeper Company in 


Chicago territory with offices at 1526 
Manhattan Building. Mr. Swartz was 
formerly manager of the Toledo & 
Western Railroad, Toledo, Ohio. 


Sykes Company, St. Louis, Mo., has’ 


been incorporated with a capital stock 
of $100,000 to manufacture, sell and 
design automotive railway motor 
coaches and passenger trailers. C. E. 
Sykes is the president and Charles S. 
Lynch secretary and principal agent. 
The office is located .-at 1400 Liberty 
Central Trust Building, St. Louis. 


-tinental Railway Specialty Co 


Vol. 64, 2 


Mitchell - Rand Manufacturing, 
pany, New York, N. Y., is dist 
thousands of sample wedges ia 
an envelope, which enables them | 
more readily tested for size il 
armature. Heretofore the samples 
been attached to a card. Each o 
wedges is numbered. The eny 
shows the style number, thicknes 
price of the different wedges. 
en eyelet at the top which enabl 
to be hung on a nail in the shop 3 
for instant use. 


Railway Improvement Company. 
York, N. Y., has taken over the n 
facture and sale of the Hartman e¢ 
plate, the Perry street car side 
ing, the Paragon side bearin 
Woodman side bearing and the Pe 
street car side bearing. i 


Osborne E. Quintin, formerly 
Continental Railway Specialty — 
pany and Burry Railway Suppl 
pany, Chicago, has severed his 
tions with these companies to ente 
sales department of the 
Improvement Company, which o 
ization is taking over the manufa 
and sale of the products of the 


including the Hartman center 
Perry side bearings, Paragon side | 
ings, Woodman side bearings and 
less side bearings. Mr. Quintin 
several years in newspaper and 
cial work and from 1909 to 191 
Western sales manager of the Am 
Silver Company. In 1914 he be 
sales manager of the Peter 
Heater Company and later vice-1 
dent and general manager of 
organization. During the war p 
he superintended the testing an 
spection of heating equipment us. 
submarines and submarine chase 
in 1919 became secretary and tr 
of the Holden & White Company, 1 
later merged with the Railway S 
Company. With the Railway Imp 
ment Company Mr. Quintin wil 
located in the Chicago office. 


New Advertising Litera are 


American Engineering Com 
Philadelphia, Pa. has issued a 
page pamphlet describing t 
Taylor stoker. Copies are being 
tributed by the company gra uit 
upon request. 


Line Equipment Sales om 
Cleveland, Ohio, has issued Catalo 
1, a data book of materials and 
plies for line construction and m 
nance work. 


International Motor Company, 
York, N. Y., has issued a fo ae 
scribing the Mack buses. Ih 
tions include the city bus body 
sedan bus body and high spol 
chassis “design. 


Cleveland) Twist Drill i 
Cleveland, Ohio, has put into © 
form the records of the testall 
Cle-Forge high speed drills ext 
at, the recent convention of the 
ican Railway Association, Mecl 
Division. The company hopes th 
booklet will be of value to al 
users. 


